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the vessels of American-Hawaiian and 


its wholly-owned subsidiary, the Williams 
Line, steamed 1,560,440 miles and trans- 
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transited the Panama Canal 235 times 
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Interchange without 
confusion or delay 
—at Peoria 


Close to the center of population 
and the industrial center of the 
United States, Peoria is at one of 
the rail “cross roads” of the United 
States. 





Freight from and to every corner 
of the country passes here where 
fourteen trunk line railroads meet. 


You will expedite your freight 
movements by routing your traffic 


via 


PEORIA GATEWAY 
(via P & P U) 


For information write 
E. F. Stock, Traffic Manager, 


Union Station, Peoria, Illinois. 


PEORIA «x» PEKIN UNION 
RAILWAY COMPANY 


Switching Service Between: 


Peorla & Pekin Union Ry. Co. 
Alton R. R. 
Atchison, Topeka & Santa Fe Ry. 
Chicago & North Western Ry. 
Chicago, Burlington & Quincy R. R. 
Chicago & Illinois Midland Ry. 
Chicago, Rock Island & Pacifle Ry. 
Cleve., Cin., Chi. & St. Louis Ry. 
(Peorla & Eastern) 


IMinols Central R. R. 

illinols Terminal R. R. System 
Inland Waterways Corporation 
Minneapolis & St. Louis R. R. 

New York, Chicago & St. Louis R. R. 
Pennsylvania Rallroad 

Peoria Terminal Rallroad 

Toledo, Peoria & Western R. R. 
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“COVERING A 


CONTINENT” 


MERICANS are the world’s great- 
A est magazine readers. Each 
month, each week, millions of mag- 
a7ines are moved from the printing 
presses to the news-stands of the 
nation. Simultaneous national dis- 
tribution of periodicals! 

Though it be printed in NewYork, 
a magazine is put on sale on pre- 
cisely the same day on the news- 
stands of Portland, Maine, or Port- 
land, Oregon, through the smooth, 
unfailing service of the American 
News Company, Inc. This great 
distributing organization, through 
its 200 branches, serves regularly 
more than 75,000 retailers in the 
United States and Canada — and 
over 70% of these dealers every day 
by motor truck. 

The American News Company, 
Inc., says: “Promptness is abso- 
lutely essential in our business. 


Promptness and regularity are the 
ingredients of our nation-wide oper- 
ation in serving the dealer not only 
on time but most economically.” 
It is natural, then, that this alert 
organization should look with fa- 
vor on International Trucks. Pur- 
chasing its first International in 
1929, the American News Com- 
pany, Inc., has reordered in increas- 
ing numbers and today its fleet of 
trucks includes 114 Internationals 
operating from its various branches. 
Internationals have proved to 
American News their definite econ- 
omy in day-after-day, fast, multiple- 
stop operation. And the after-sale 
service which keeps these trucks on 
the job provides further economies. 
Very probably an Inter- 
national did its share in 
delivering this magazine 
promptly to you! 


INTERNATIONAL HARVESTER COMPANY 


606 S. Michigan Ave. OF AMERICA 


Chicago, Illinois 


(INCORPORATED) 


|ONAL TRUCKS 


Vol. LIII, No. 13 


The Largest Company- Owned Truck 

Service Organization in the World is 

at the service of International Truck 
owners everywhere. 


Regardless of where the American News 
trucks may operate, there is always an Inter- 
national Service Station nearby. The News 
Company’s network of distributing points is 
matched by International Harvester Service 
—the largest company-owned truck service 
organization in the world. In the United 
States alone there are 198 Company-owned 
service stations where International-trained 
mechanics do everything from’ greasing to 
major mechanical maintenance, using fac- 
tory-standard methods and factory-standard 
parts. 

Let International Trucks bring economy 
and reliability to your hauling problems. In- 
spect the complete line, ranging from !-ton 
to 7!-ton, at the showroom of your nearest 
International Branch or Dealer. Pick any 
model you want for a conclusive demonstra- 
tion on your own job. 
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Our Platform 


A permanent transportation institute, supported by 
all interested in sound policies, for the purpose of 
setting forth facts without bias. 

Private ownership and operation of railroad and 
motor transport and take the government out of the 
ocean and inland waterway transportation business. 

Keep politics out of rate-making. 

A scientific determination by competent and un- 
biased investigation as to whether commercial motor 
vehicles are paying their fair share of the cost of high- 
ways used by them in their business, and a uniform ap- 
plication of the principles thus arrived at. 

Proper payment by inland waterway transport for 
the use of the waterways as a place of doing business. 

Equalization of regulation of the various agencies 
of transport and jurisdiction over all of them by the 
same body or coordinated bodies. 

Non-discriminatory and reasonable rates for ship- 
pers, but a rate level high enough to give the transport 
agencies the adequate revenue prescribed by sound public 
policy. 

A traffic department, in charge of a capable traffic 
man, for every business concern doing any considerable 
amount of shipping, and a realization by industrial traffic 
men that they must equip themselves to give the sort of 
service that will justify employing them. 





2-0-0 


GOVERNMENT AND AIR MAIL 


HE government’s handling of the air mail situation 

furnishes a shining example of the “efficiency” of 
government in business. The air mail contracts were 
abruptly annulled because of allegations of collusion 
and wrong that had never been the subject of intelligent 
inquiry, much less specifically made or proved. Then 
the government turned the service over to the army, 
which proved utterly unequal to the task, as anyone 
familiar with the facts should have known it would. 
Now, while the government has not frankly admitted 
its mistake, it does so by its acts and proposes to restore 
the old arrangement temporarily until Congress legis- 
lates. But, in advertising for bids from air transport 
companies for the carrying of the mails, it excludes all 
companies and individuals involved in the shadowy and 
unproved charges on which the former contracts were 
cancelled. Of course, probably few but the old companies 
involved in the “scandals” are in position to bid. There 
might, to be sure, be new companies formed for the pur- 


March 31, 1934° 


PAGE 595 





Number 13 





pose of bidding on the new air mail contracts, but who 
is going to take that chance when the contracts to be let 
are only temporary and no one knows just what Congress 
will do about a permanent policy? 

The government has not only been unfair in this 
matter, but conducts the actual business in a way that 
would shame a school boy. There was only one wise 
course to pursue. That was, if there seemed to be im- 
proprieties in the air mail situation, to make formal 
charges and conduct an open investigation with a chance 
for those concerned to justify themselves, if possible, 
and with opportunity for the public to judge what, if 
anything, was wrong. Then the improprieties, if any, 
should have been corrected and the wrong-doers, if any, 
punished, by orderly process, and the business of carrying 
the air mail allowed to go on without interruption. What 
has happened would be a huge joke if its consequences 
were not so serious in inconvenience to the public, humili- 
ation for the army, and injustice and loss to those who 
have their money invested in air transport. As it is, it 
is an exhibition of bad management that, in private 
business, would call for the dismissal of the person or 
persons responsible. 


LEAGUE FOR REGULATION? 


IX do not know the circumstances leading up to 

, the action of the executive committee of the Na- 
tional Industrial League nor whether that action is 
supposed to be the final word of the League itself—or, if 
it is not, whether the League membership will support it 
—but the pronouncement of the committee, as told else- 
where, in favor of the principle of interstate regulation 
of highway carriers is a long step forward for the League 
and is a repudiation of the attitude hitherto taken by its 
highway transportation committee and its legislative com- 
mittee. The latter, through its chairman, Mr. Fulbright, 
condemned in severe terms and in toto the report of Co- 
ordinator Eastman recommending equalization of regu- 
lation as between the rails and the trucks, and the for- 
mer, through its chairman, Mr. Childe, always 
sneered at interstate regulation of motor trucks on the 
theory, principally, that the traffic by truck was too 
Perhaps Coordinator East- 


has 


small to be of importance, 
man’s figures as to the amount of truck traffic has altered 
the views of some persons in that respect or, perhaps, the 
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executive committee has, regardless of figures, simply 
come to realize that the League has been behind the 
times and that its opposition to a principle so fair and 
sound has labeled it as reactionary and narrowly selfish. 
We congratulate those, whoever they are, who have 
wrought the change in sentiment and attitude. If the 
League supports its executive committee, that will make 
it nearly unanimous for the principle of equalization. 

The executive committee, naturally and properly, 
reserves its opinion as to how regulation of highway car- 
riers is to be brought about and we have no doubt will 
support the legislative committee in its demand that 
hearings be held. 

We have long thought the League narrow and not 
abreast of developments in its obstructive tactics as to 
the principle of equalization of regulation and we are 
glad of an opportunity to change our opinion to accord 
with its new position, if it becomes the position of the 
League. We shall feel much more gladness if, when and 
if the League comes forward with its own ideas for legis- 
lation, it will set up the kind of program we have always 
advocated—a program that will accomplish equalization, 
not by putting on the trucks and busses all the regula- 
tion that now applies to the railroads, but that will take 
some of the burdensome and useless regulation from the 
railroads and then bring the trucks up to the level of what 
remains. The kind of program we have in mind is one such 
as might be devised if we were starting all over in our 
regulatory policy, regarding the railroads and the trucks 
as competitors, putting them on an even basis so far as 
regulation and payment for facilities furnished by the 
public are concerned, but applying no more regulation to 
either of them than the public interest requires. There 
are plenty of men in the League capable of evolving such 
a program that would not only be sound in theory but 
practical in its workings. If the League must be the 
party of opposition, we hope its opposition will take the 
form of fighting any increase in the total burden of regu- 
lation that is not absolutely necessary. No one else is 
in the legislative arena with such a program; the League 
has an opportunity. 


MERCHANDISE HANDLING PLAN 


A® visualized among men who have been working on 
its formulation, Coordinator Eastman’s plan for the 
consolidated and coordinated handling of less-than-car- 
load freight, generally called merchandise, is simple and 
efficient. The foundation of it is that the country is now 
needlessly paying about half a billion dollars a year, on 
the basis of 1932 traffic, for the handling of that traftie by 
the railroads in freight and express cars, by forwarders 
who use many sorts of facilities, and by trucks on the 
highways, without real profit to any of the agencies em- 
ployed, and that the traflic could be handled at a cost of 
about 25 per cent less and be made to yield a real profit 
of about $100,000,000 a year. 

Creation of two country-wide agencies for the han- 
dling of the traffic is the method for reducing the cost 
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to the public and bringing a profit to those handling the 
traffic. The plan calls for the division of all the railroads 
into two groups. Each group would own and operate one 
of the two agencies. Each agency would serve every com. 
munity in the land that originates or receives less-than- 
carload traffic. Each agency would keep all the revenue 
and pay its own expenses. In that way the fiercest sort 
of competition, it is figured, would be set up, with door 
to door service. 

The rate structure would be modelled on the latitude 
and longitude scheme used in 1914 by the Commission in 
setting up express rates based on distance, the so-called 
block rate system. 

While the plan calls for two rivals, it could be 
changed so as to provide three or four, so that each of 
the big rate groups would have one. But continuance of 
the rate groups, by some men, would not be regarded as 
desirable. ,The Commission, in various cases, has under. 
taken to break down the boundaries of the groups or dis- 
tricts, by prescribing “overhead” rates between, for in- 
stance, official and western classification territories. 


The beauty and simplicity of the plan, it is suggested, 
is to be found, in the first instance, in the fact that no 
legislation is needed. The railroads have the power to 
bring the two agencies into existence. They might have 
to go to the Commission for authority to issue capital 
stock to be used in paying for minor facilities such as 
vehicles owned by the Railway Express Agency, container 
companies, and things of that sort; there would be no 
necessity, however, for going to Congress. 

The thought is that, under such a consolidated and 
coordinated system, a body of rates on less-than-carload 
traffic could be made that would come surprisingly near 
the carload rates notwithstanding the fact that, on a 
large volume of the business, a greater service would 
be rendered than is now given by the handling from 
door to door of all such traffic. 


A thought in connection with the plan is that the 
spread between the carload and less-than-carload rates 
would be so narrowed that there would be no room for 
freight forwarders. The latter, however, have experts 
in such traffic who, it is thought, would have to be taken 
over by the proposed agencies. The rates themselves, 
it is figured, would redeem from the highways freight 
that is now hauled at an actual loss by highway com- 
mon carriers. The Eastman report shows that forwarders 
have been operating on a 92 per cent ratio, the highway 
common carriers on a 99 per cent operating ratio, and 
the railroads and their express agencies at $80,000,000 
a year less than the full proportion of operating expenses 
and taxes. 

That Coordinator Eastman’s staff has the data 
needed to enable the railroads to divide themselves into 
almost mathematically equal groups is to be inferred 
from the fact that it has figures showing the number 
of routes used in handling less-than-carload freight be- 
tween each two important traffic centers in the country. 

(Continued on page 598) 
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Current Topics in 
Washington 





It is deemed not improbable that Dr. 
William A. Wirt, father of the Gary, Ind., 
school system, a member of the family 
of the celebrated Attorney-General Wirt 
of the early part of the last century, 
will be made a member of the Franklin 
Roosevelt Ananias Club. He is the man who said, in a manu- 
script which said it was not intended for publication, that 
members of the so-called brain trust had told him they were 
working for a revolution in which Mr. Roosevelt would be the 
Kerensky “until we (the brain trusters) are ready to supplant 
him with a Stalin” and “with Mr. Roosevelt’s background we do 
not expect him to see this revolution through.” Another declara- 
tion Dr. Wirt attributed to unnamed members of the brain trust 
was that such an individual as President Roosevelt ‘can be 
induced to kindle the fires of revolution but strong men must 
take their place when the country is once engulfed in flames.” 

James H. Rand, president of Remington-Rand, Inc., appear- 
ing before the House committee on interstate and foreign com- 
merce on the stock exchange regulation bill read part of the 
Wirt manuscript into the record. That caused the uproar. 

No one in Washington deems it possible that Dr. Wirt can 
have a record of any conversations he may have had with 
so-called brain trusters that will stand up against denials that 
have already been made by some supposed to belong to that 
indefinite thing called the “brain trust.” Some of their writings 
and speeches have caused some of their fellow citizens to believe 
them “reds,” in sympathy with the Russian way of doing things, 
especially in the matter of controlling cotton production as pro- 
posed in the Bankhead bill (see Traffic World, March 17, p. 
491). 

Among men around the White House and among the so- 
called brain trusters the idea has been put out that somebody 
has been spoofing the Indiana educator; that he took the things 
said to him by brain trusters too seriously when they talked to 
him and then, if he really had talks with the suspected “reds” 
in government service, they led him on by telling him things to 
make his hair stand on end. 

Anyhow, immediately after the Wirt stuff got into print, 
there was much talk of investigating, by a House committee, 
or the Department of Justice, or both, with a view to deter- 
mining whether there might be men in the government service 
who were trying to bring about things that might be said to 
savor of Russia. 

Usually such things turn out to be an investigation of the 
man, making the charge or insinuation rather than of the thing 
itself, That affords ground for thinking that the Indiana school- 
teacher may find himself decorated with the badge of Ananias. 


Wirt May Have the 
Badge of Ananias 
Pinned on Him 





Though the settlement of the auto- 
mobile labor situation in Detroit ap- 
pears to satisfy everybody, it is gen- 
erally believed to be a good one. 
Usually dissatisfaction by all parties 
to a controversy is taken as evidence 
that the decision in respect to it is good. 

As generally understood, the construction placed on section 
7(a), of the national recovery act, by President Roosevelt—the 
section granting the privilege of collective bargaining—means 
that, in a factory employing 10,000 men, every faction is to be 
proportionally represented in committees appointed to do the 
bargaining. That is to say that, if 4,000 of the 10,000 men belong 
to a union affiliated with the American Federation of Labor, 
they will be entitled to 40 per cent of the general committee 
membership, if negotiations are carried on by a general commit- 
tee. If 4,000 are members of a company union, they will also 
have 40 per cent of the membership. If the other 2,000 are not 
affiliated with any organization, they will be represented by 20 
Per cent of the members; or there may be three committees, 
each representing a group; or only one man for each group. 

If the American Federation of Labor was demanding “recog- 
nition” at the hands of the employers as the one organization 


Automobile Settlement 
Believed to 
Be a Good One 
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entitled to speak for the employes that organization lost in the 
settlement of the controversy. 

A definite understanding is that, in one factory employing 
10,000 men there were so-called lists of employes that totaled 


up to 15,000. That meant that some employes were on more 
than one list. The fact suggested that some of the men were 
doing a bit of fibbing so as to assure themselves of a continu- 
ance of their employment, playing the “good Lord, good Devil” 
game. 

Under the settlement, employers must furnish the names on 
their pay rolls and employe committees must furnish lists of the 
men they claim to represent so there can be a check on all 
claims, including those of discrimination on account of affilia- 
tion with a union. At present there is no such check. 





Under the foregoing caption, the National 
Coal Association, in one of its bulletins, con- 
veys to its members the sad news that Secre- 
tary Ickes, in his capacity as head of the 
Public Works Administration, has allotted 
$128,880,000 of money taken from tax-payers 
for the creation of power generating and distributing plants. 

Government power generating and distributing plants are 
power plants that depend on water to turn the generating ma- 
chinery. They do not use coal. That means, generally, that 
coal will be displaced. 

Of the money allotted, $104,180,000 is being spent on plants 
that will put the government into competition with the citizen. 
The other $24,700,000 is being spent on 50 non-government 
projects. 

Usually, when the government is induced to go into a busi- 
ness, it means that somebody is to be put into a preferred class 
—getting something from the government he could not get by 
the expenditure of his own money or work. The exceptions to 
that rule are so few that the ordinary man can probably not 
think of one. Government ownership and operation of railroads 
would be a glaring example of favoritism. It would mean 
that the expense of operating the railroads had risen so high 
that the shipping public could not be induced to pay for their 
operation. Whether the favoritism would be to certain classes 
of railroad employes or to certain classes of shippers, might be 
argued in a school debate. 


“What Ickes Is 
Doing to the 
Coal Industry” 





And now, Congress—that is, both 
the House of Representatives and the 
Senate—having overridden President 
Roosevelt’s veto of an appropriation 
bill restoring government employe 
wages and increasing allowances to war 
veterans, the brethren whose specialty is speculating about 
politics and appraising the health of presidents have a wide 
foundation on which to work. Obviously, it is believed, the one 
patent motive moving both senators and representatives was 
the desire to acquire or hold support at the polls. Veterans 
and friends and relatives of government employes, as well as 
the employes themselves, constitute an element of ponderable 
voting strength in all states. 

An argument used in support of the overturning of the 
President, was the suggestion that he was inconsistent in ask- 
ing business to increase wages and shorten hours under NRA, 
while at the same time cutting off salaries and allowances, not 
to mention disbursements under the Civilian Conservation and 
Civil Works Administration programs, wages under the CWA 
in some communities being higher than the prevailing rates of 
wages. 

A less obvious motive was a suspicion that Congress, perhaps 
not consciously, resents the growing power of the executive. It 
has been growing since 1910. In that year the House, under the 
leadership of George W. Norris, now senator from Nebraska, but 
then a representative from that state, smashed “Cannonism.” 
Cannonism is the more or less sneering designation the “liberals” 
have used to designate the orderliness with which the House, 
in cooperation with the President, for more than a century 
prior to that time, had been making and executing legislative 
policies, the numerically unwieldy House being kept in line for 
a program for carrying out the platform of the party which the 
voters had given a mandate. In the days before the smashing 
of “Cannonism,” if and when there was a Democratic President 
and a Democratic Congress, for instance, there was, with excep- 
tions, agreement on what should be done, after a count of noses 
to determine what was possible. There was Democratic admin- 
istration, in fact as well as in name. When there was a Repub- 
lican President and a Republican Congress the administration 
was Republican. 

Old time leaders never brought forward or allowed anything 
to be brought forward on which they had not counted noses 
and found that they could do what a majority desired. Since that 


Meaning, if Any, of 
Congress Overriding 
Roosevelt Veto 
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time there have been many periods when the House, in par- 
ticular, has been a wild town meeting. 

Overthrow of the President is attributed, in some measure, 
to the fact that, since the extraordinary session a year ago, 
appropriations the Constitution contemplates shall be made by 
Congress have been made by the President, acting through his 
cabinet officers, instead of by Congress. Projects House com- 
mittees had refused to approve, it is asserted, have received 
allotments of money from the huge $3,300,000,000 public works 
lump sum appropriation. Secretary Ickes has been the first and 
last word, in many instances, in such projects. In the estima- 
tion of many who have been familiar with the doings and ways 
of Congress both before and after 1910, there never was a time 
when Congress was so little more than a rubber stamp as at 
present. 

Resentment on that score, it is believed, had a good deal 
to do with the overthroW. As a rule, the check on the execu- 
tive is not regarded as being a serious political thing for 
Roosevelt unless, by action and attitude henceforth, he chooses 
to make it so by refusing, more pointedly than ever, patronage 
to the leaders of the veto revolt. Thus far members of Congress 
have received little patronage. 


The Supreme Court of the United States 
may be right busy but it is going to be busier. 
The question has arisen, in connection with 
taxing legislation intended to break up chain 
store systems, as to whether filling stations 
owned by petroleum refiners are chain stores. 

The Supreme Court of Indiana says they are, so the heavy 
taxes laid against chain stores in that state apply to the filling 
stations. The Supreme Court of Wisconsin takes the contrary 
view. Its view is also held by the federal court for the southern 
district of West Virginia. Therefore, the question is on its way 
to the highest federal court. 

It may be suggested that each one of the courts below may 
be sustained. Each state legislature uses its own language in 
defining a chain store. Each court may be right in its construc- 
tion of the language used by the legislature of the state in which 
it made its decision. Of course, if the language of the statute 
in each of the three states is precisely the same, such an out- 
come is not possible. Reports, however, do not indicate that 
the language is the same in each of the three states.—A. E. H. 


Is a Filling 
Station a 
Chain Store? 


MERCHANDISE HANDLING PLAN 
(Continued from page 596) 
The number of such routes is shown between selected 
pairs of communities in the exhibits. For instance, there 
are more than 10,000 working railroad routes over which 


less-than-carload traffic may be moved between New 
York, N. Y., and Dallas, Tex. 

The most obvious economy, it is believed, is suggested 
by the fact that the average ton of less-than-carload 
freight now moves 211 miles in one car, then is loaded 
into another car for another 211 mile haul, and into a 
third for the last 14 miles of an average haul of 436 
miles. When the average ton moves on a route requiring 
interchange, the figures show an even greater loss of 
motion due to the transfer of lading from one car to 
another. 

The average haul on less-than-carload freight by 
railroad is long because the trucks have taken the short 
haul traffic. The average ton of such traffic, when moved 
by truck, takes a haul of 130 miles, which is profitless, 
according to students of the merchandise traffic problem. 

The railroads for years have known that, as they 
have been handling less-than-carload traffic, it has been 
profitless, if not actually a loss in not inconsiderable 
parts of it. The coordinator did not suggest the plan 
as a criticism of that situation because he knew that 
the railroads knew it, but he also knew that no one had 
been commissioned by them to work out a plan. The law 
requires him to suggest plans for saving money and this 
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one is the idea of his staff how saving and efficiency may 
be achieved. We do not endorse it in full and in all its 
details any more than does Mr. Eastman, but we do 
say that it or something like it in principle must be 
adopted by the railroads if they wish to continue to 
be carriers of merchandise and to carry it at a profit, 
United action by them on some such scheme is necessary 
or the business is lost to them. 


STORAGE TRANSIT ON FARINA 


On protests from north Pacific coast milling interests, the 
Commission in I. & S. No. 3967, farina stored in transit at Bill. 
ings, Mont., has suspended schedules in Northern Pacific, I. C. ¢. 
No. 9139, from March 23 to October 23. The suspended schedules 
propose to establish storing-in-transit arrangements on farina, a 
grain product, in carloads, at Billings, Mont., when from Min- 
neapolis, Minn., and destined to destinations in Idaho, Oregon 
and Washington, at a charge of 2.5 cents a hundred in addition 
to the through rate from point of origin to final destination, 
until December 31, 1934. 

The protesting milling interests represented to the Com- 
mission that the establishment of the transit arrangements would 
give manufacturers at Minneapolis an advantage over other 
manufacturers, particularly those in the Pacific northwest, be- 
cause transit storage would not be accorded to the protestants 
but would be confined to the producers of farina at Minneapolis. 
They pointed out that transit of that sort was denied to millers 
in the Pacific northwest and that the question of transit was 
before the Commission now in No. 17000, part 7, the Hoch-Smith 
grain case. 

A typical protest, submitted by the North Pacific Millers’ 
Association, said that manufacturers in its territory were now 
compelled, on account of the lack of milling or storing in 
transit, where the outbound product was cereals, to pay the 
local rate on grain into the milling point and the local rate on 
cereals outbound to final destination. Under the suspended 
schedules the Minneapolis producer of cereals would send the 
cereals from the storage point, Billings, to final destination on 
the balance of the through rate from Minneapolis. 

The Northern Pacific, in answer to the protests pointed out 
that the schedules were filed for a limited period, being dated to 
expire on December 31, to enable the Russell-Miller Milling Co., 
with plants at Minneapolis and Billings, to experiment with the 
distribution of farina from Billings. The company’s plant at 
Billings, it was pointed out, was not fitted with machinery for 
the packaging of farina and thereby put it in shape to be made 
part of a carload for an ultimate destination. If the company 
is successful in its efforts to distribute from Billings, the North- 
ern Pacific said the company would install equipment at Billings. 
It asserted that there was nothing unusual in the mixed car 
privilege. It declared that the privilege was published to take 
care of a temporary situation arising from the fact that the 
Billings plant did not have equipment for making the experi- 
ment. In order to consolidate farina made at Minneapolis with 
other cereal products shipped from Billings, the carrier said, 
storage in transit was being provided. 


SUSPENDED TARIFFS 


In I. and S. No. 3968, the Commission has suspended from 
March 23 until October 23 schedules in supplements Nos. 30 and 
31 to Speiden’s I. C. C. No. 1619. The suspended schedules pro- 
pose to cancel rates on wooden stave and heading bolts, car- 
loads, shown in cents a cord and establish in lieu thereof rates 
in cents a 100 pounds, on traffic from points on the Louisville & 
Nashville in Alabama and Florida to Pensacola, Fla., also col- 
lateral changes from Alabama and Mississippi to New Orleans, 
La., which would result in increases. The following is illustra- 
tive, to Pensacola, Fla., rates in cents a 100 pounds: 


From Atmore, Ala., present rate per cord converted into cents 
(based on weight of 6,000 pounds a cord), 2.23; proposed, 5. From 
Graceville, Fla., present rate per cord converted into cents (based on 
weight of 6,000 pounds a cord), 2.94; proposed rate, 7%. - 


LOCOMOTIVE FUEL COST 
Locomotive fuel, according to a compilation from 141 reports 
covering 149 class I steam railways excluding switching and 
terminal companies, made by the Commission’s Bureau of Sta- 
tistics, in January, 1934, cost the carriers $15,491,023 as com- 
pared with $12,751,972 in January, 1933. The figures cover both 
coal and fuel oil. 
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Decisions of Interstate Commerce Commission 





TECHNICAL REBATING ON MANURE 


FINDING that there has been technical rebating by the 

Pennsylvania has been made by the Commission, division 
5 in No. 25622, Paul Fortugno trading as Hudson Manure Co. vs. 
Pennsylvania Railroad Co. as to stable manure, originating in 
New York City, floated to Greenville Piers, Jersey City, N. J., 
and shipped to points in Pennsylvania southwest of Philadelphia. 
No order has been issued. The Commission, however, said the 
defendant would be expected promptly to bring its practices 
into conformity with the interstate commerce act. The report 
was written by Commissioner Tate. 

The complainant hauls the manure from New York to Hen- 
derson Street station, Jersey City, at its own expense. The rate 
from Jersey City is $1.65 a net ton. On traffic floated to the 
Jersey City Greenville Piers of the Pennsylvania the carrier 
makes an allowance of 35 cents a ton. It collects from the con- 
signees the difference between the rate and the allowance. On 
the traffic brought to Jersey City at the expense of the com- 
plainant there is no allowance. 

The testimony showed that the practice was an old one, 
and, according to the Pennsylvania, probably originated at a 
time when prepayment of charges was required and continued 
thereafter as a matter of bookkeeping convenience. It contended 
that the effect was the grouping of New York and Jersey City; 
that a similar issue in respect of traffic generally was presented 
in No. 22824, State of New Jersey vs. New York Central et al., 
now pending. It contended that the disruption of the grouping 
of New York and Jersey City was not justified on the present 
record. It contended further, said the report, that complain- 
ant’s alleged disadvantages was of his own making since he, too, 
could acquire or rent scows and dock space in New York, de- 
liver shipments at Greenville Piers and receive the allowance; 
and that the only plausible explanation of why he did not do 
that was that the present method was more profitable. 

Defendant, Commissioner Tate said, did not hold itself 
out to accept shipments of stable manure in New York to the 
destinations in question. Neither the tariff naming the rates of 
$1.65 to the destinations in question, he added, nor the de- 
fendant’s tariff of rules and regulations governing lighterage in 
New York Harbor expressly provided for the application of the 
rates from New York City. 

There was no substantial evidence, said Commissioner Tate, 
that the rates were unreasonable. The Commission found that 
they were not. But, said the report, in the absence of definite 
and specific publication of rates on stable manure from New 
York, the Pennsylvania was acting in violation of law in making 
an allowance under such rates and that the collection of the 
rates, less the allowance, was technically a rebating. 

In the event the Pennsylvania elected to comply with the 
provisions of the interstate commerce act by definitely pub- 
lishing rates from New York, the evidence, the report said, 
warranted the further finding that the grant of the allowance 
for floatage without a similar allowance to complainant on ship- 
ments delivered to the Pennsylvania’s Henderson Street station, 
would be unduly prejudicial to the complainant and unduly pref- 
erential of his competitors. 


COMMISSION REPORTS 


Furniture 


No. 25993, R. N. Cardozo & Bro., Inc., et al. vs. C. B. & Q. 
et al. By division 2. Dismissed. Rates charged, furniture, Fort 
Madison, Ia., to Minnesota Transfer and St. Paul, Minn., ship- 
ments between March 14, 1924, and April 2, 1928, not unreason- 
able. Complaint alleged the rates were unreasonable and in 
excess of the aggregate of intermediates and therefore in viola- 
tion of section 4. The Commission found that rates of 61 and 
68.5 cents were in excess of the aggregate of intermediates and 
therefore prima facie unreasonable to the extent they exceeded 
56.5 cents. The Commission pointed out that the class rates 
in effect from May 1, 1923, to June 1, 1925, were recognized 
as depressed rates in Indiana Public Service Commission vs. 
A. T. & S. F., 88 I. C. C. 709. It further said that in Furniture, 
177 I. C. C. 5, it had prescribed column 70 (third class) for fur- 
hiture rated third class in western classification and that col- 
umn 70 resulted in a rate of 84 cents from Fort Madison to 
Minnesota Transfer. In view of the facts stated, the Commission 
Said it was of the opinion that the presumption of unreason- 





ableness as to the rates in violation of section 4, had been re- 
butted. Reparation was sought to the basis of a commodity 
rate of 48.5 cents. After February 1, 1927, the Commission 
said, charges were collected on the basis of an applicable com- 
modity rate of 56.5 cents. 


Tug Boat 


No. 26128, R. C. Huffman Construction Co. vs. L. & N. et al. 
By division 3. Dismissed. Carload rate, one tug boat, New 
Orleans, La., to Wilmington, N. C., shipment made July 9, 1931, 
applicable. 

Alloy Castings 

No. 26130, Phillips Petroleum Co. vs. A. T. & S. F. et al. 
By division 3. Dismissed. Rates, and ratings applied, nickel- 
iron-chromium alloy castings, carloads and less than carloads, 
Latrobe, Pa., to Borger, Tex., found to have been inapplicable. 
Rates and ratings applicable on iron castings were applied. The 
Commission found that the rates and ratings on nickeliron- 
chromium alloy castings were applicable and not unreasonable. 
Reasonable rates for the future and the waiver of collection of 
alleged outstanding undercharges were sought. 


Coal 


Fourth Section Application No. 15312, coal and coal bri- 
quettes to Ohio. By division 2. Applicants, Cleveland, Cincin- 
nati, Chicago & St. Louis, New York Central, for themselves and 
on behalf of the Chesapeake & Ohio and others, authorized in 
fourth section order No. 11522, to establish and maintain rates, 
coal and coal briquettes, from mines in the inner and outer 
crescents and the Radford group on the lines of the C. & O. 
and other railroads in the crescents, over their routes through 
Columbus, O., the same as those contemporaneously maintained 
on like traffic over the direct lines and to maintain higher rates 
to intermediate points. 

Shell Rock 


Fourth Section Application No. 15310, coquina, shell rock 
from and to the south. By division 2. Carriers for which W. S. 
Curlett is agent, other than the Tennessee Central Railway, 
authorized in fourth section order No. 11521, to establish the 
lowest rate that may be constructed over any line or route 
between the same points on the basis prescribed or approved 
for application on terrazzo aggregate in Stone, Marble or Slate 
from or to Southern Points, 183 I. C. C. 611, on coquina shell- 
rock, in bulk or in bags, carloads, over all routes between points 
in southern territory, on the one hand, and points in trunk line 
territory, including Buffalo-Pittsburgh territory and New Eng- 
land territory, on the other, over which they have been granted 
relief on terrazzo aggregate, 


Refrigerator Car Allowance 


I. and S. No. 3842, mileage allowances on private refrigera- 
tor cars. By division 3. Proposed reduction from two to one 
cent in the mileage rate paid by carriers for use of refrigerator 
cars owned by the North American Car Corporation, known as 
Frigicars, found not justified. Suspended schedules ordered can- 
celed and proceedings discontinued. The car in question pro- 
vides refrigeration by means of electricity generated from the 
car axle when the car is in operation and from electric current 
wires when it is not in operation. 


Lumber 


No. 26150, Tilghman Lumber Corporation vs. A. C. L. et al. 
By division 3. Dismissed. Rate charged, five carloads, lumber, 
Sellers, S. C., to Goldsboro, N. C., found to have been applicable. 
Shipments were made in November, 1931. 





MISSOURI PACIFIC ABANDONMENT 


In Finance No. 9881, Missouri Pacific Railroad Co. abandon- 
ment, and Finance No. 9882, Missouri Pacific Railroad Co. aban- 
donment, the Commission, by division 4, has authorized the 
applicant and its trustees to abandon part of a branch line in 
Bourbon, Linn, Anderson, Coffey and Osage counties, Kan., and 
part of a branch line in Linn, Anderson and Coffey counties, 
Kan. The first mentioned branch is 90.5 miles long and the 
second branch is 46.8 miles long. The Kansas Corporation Com- 
mission and various protestants in the affected territory, op- 
posed abandonment. The Commission said the territory served 


by the segments marked for abandonment was well served by 
trunk lines, 


Whatever feeder value the branch lines once might 
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have had, he said, had largely diminished owing to the success- 
ful competition by highway transportation agencies, and adverse 
economic conditions, the report added, had served only to ac- 
centuate the decline in railroad traffic. The fact that most of 
the traffic of the two territories had been diverted to trucks ma- 
terially lessened the force of contended need for the railroads, 
said the Commission. However, the Commission in authorizing 
abandonment imposed the condition upon the applicants that 
they sell any part of the branches to anyone willing to operate 
them at a price not less than fair net salaried value thereof, the 
offer to buy being made within thirty days from the date of the 
certificate. 


ST. L.-S. F. ABANDONMENT 


In Finance No. 9793, St. LouisSan Francisco Railway Co. 
abandonment, the Commission, by division 4, has authorized 
the applicant and its trustees to abandon the Evadale branch 
in Poisett and Mississippi counties, Ark. The branch extends 
from Deckerville to Evadale Junction a distance slightly in 
excess of 18 miles. The Commission said the facts showed that 
the branch had been operated each year since 1926, except 1930, 
at a substantial loss and that the prospect of a material increase 
in traffic was remote. The applicant said that the territory 


was now served by all-weather highways and that motor trucks, 
busses and private automobiles had taken a very substantial 
portion of the traffic moving over the branch. 


FRISCO LOAN DENIED 


Deeming a switch of some creditors of the carrier unneces- 
sary, the Commission, by division 4, in Finance No. 10369, St. 
Louis-San Francisco Railway Co. trustees reconstruction loan, 
has denied approval of an application of the trustees of that 
carrier for a loan of $6,905,000 from the RFC. In denying the 
application the Commission appeared to take a cue from the 
federal court in the eastern district of Missouri, eastern divi- 
sion, the court that has jurisdiction of the reorganization pro- 
ceedings in which the estate of the Frisco is involved. 

The loan was desired by the trustees to carry out a plan to 
purchase $3,323,000 of four per cent general mortgage bonds 
and $3,582,000 of income five per cent bonds of the Kansas City, 
Memphis & Birmingham Railroad Co., which matured, but were 
not paid, on March 1. The part of the Frisco system covered 
by the matured bonds is that between Memphis, Tenn., and 
Birmingham, Ala., said to be the most productive part of the 
Frisco. As security the trustees offered an equal amount of 
trustees’ certificates. 

Before the due date of the mortgage the court considered 
the proposed loan from the RFC. It suggested that the trustees 
might take some steps looking toward foreclosure on the mort- 
gage on the due date. It said it could see no benefit whatever 
in the switching of creditors such as would take place if the 
bonds were purchased. It pointed out that the court could 
prevent any steps that might be taken toward foreclosure and 
thereby hold the matter in abeyance until such time as the 
whole matter could be closed up. 


The Commission said it might not assume that the court’s 
attitude toward foreclosure to insure payment of the trustees’ 
certificates, should they mature before a reorganization of the 
property, would be less strict. It said the court viewed the 
plan merely as a change of creditors, unnecessary at this time, 
and desirable only if it enable the railroad corporation to obtain 
a reduction in the amount of interest now paid on the bonds, 
which the plan would not do. 

The Commission called attention to the fact that in St. 
Louis-San Francisco Railway Co. Receivers Reconstruction Loan, 
189 I. C. C. 589, it had approved a loan of $3,000,000 to the 
receivers, now the trustees, which the court had not permitted 
to be consummated, by refusing to permit the issue of additional 
certificates of indebtedness necessary under conditions pre- 
scribed by it, to protect the prior loans of the corporation. The 
Commission said it was, of course, authorized by law to ap 
prove loans of this character where the security was found to 
be full and adequate. It said that it was also its view that with the 
power to approve went the power to prescribe conditions of 
such approval. The conditions which were named in its previ- 
ous approval, the Commission added, were still deemed to be 
equitable and necessary, and that approval of a loan herein, if 
given, would be subject to those conditions. 

“But such approval would be wholly useless, in view of the 
experience with the previous loan and the views of the court 
with respect to this application,” said the Commission. 

In its conclusions the Commission said it was inclined to 
agree with the court in the view that the switch in creditors 
was unnecessary. It said that the best the RFC could expect 
would be to be placed in the position of the present bondholders, 
adding that the rights of those creditors were yet to be ad- 
judicated in the debtor proceedings and that the disposition 
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which would be made of them in the reorganization proceeding 
was uncertain. 


FINANCE APPLICATIONS 


Finance No. 5504. Supplemental. Boston & Maine Railroad asks 
amendment to that part of the order of Commission dated July 8, 
1926, authorizing the issuance of prior preference stock by substi- 
tuting a provision authorizing change in the dividend dates to permit 
the payment of dividends on the prior preference stock a 7 per cent 
issue, semi-annually on June 30 and December 31, when declared, in- 
stead of quarterly as heretofore provided. 

Finance No. 10406. Supplemental. New York Central Railroad Co, 
asks authority to issue 4,992,597-40/100 shares of its proposed capita] 
stock without par value. The proposed change to shares without par 
value, the applicant says, was authorized by resolutions adopted by 
its board of directors on February 21, 1934. The authorized capital 
stock of the New York Central now consists of 7,000,000 shares of the 
par value of $100 of which 4,992,597 40/100 are issued and outstanding 
(including therein 505/1000 of a share held in the applicant’s treasury). 
In connection with the financing described in the original application, 
it was proposed to change the 7,000,000 authorized shares without 
nominal or par value, to substitute 4,992,597-40/100 of such shares 
without par value, share for share, for an equal number of the 
$100 par shares, and to increase the authorized number shares of 
stock from 7,000,000 to 10,000,000 shares all without par value and of 
the same class. 

Finance No, 10422. Application of the Boston & Maine Railroad to 
issue 163,460 shares of its 7 per cent prior preference stock for the 
sole purpose of exchange to the extent required for general mortgage 
bonds of the corporation, the mortgage being convertible under certain 
contingencies, at the holder’s option into the 7 per cent prior purpose 
stock, at the rate of 5 shares of such stock for each $500 bond. The 
conversion option lasts from January 1, 1930, to January 1, 1940. 

Finance Nos. 8902 and 9616. Cleveland & Pittsburgh Railroad Co. 
asks authority to reduce the interest rate on $3,597,000 of general and 
refunding mortgage bonds from 5 to 4% per cent, effective January 
1, 1934, and Pennsylvania Railroad Co. asks modification of orders so 
that its assumption of obligation and liability with respect to the bonds 
will apply to them with the changed rate of interest, and authority 
to sell the bonds at 99% per cent to Kuhn, Loeb & Co. 

Finance No. 10415. Lehigh Valley Railroad Co. asks authority 
to abandon the operation of the railroad of the State Line & Sulli- 
van Railroad Co., extending from Bernice to Monroeton, Pa., ap- 
proximately 24 miles, as of April 30, 1934, the date of termination of 
applicant’s lease with the State Line & Sullivan. It said it had en- 
deavored to negotiate a further lease but had been unable to do so. 

Finance No. 10416. The Aberdeen & Rockfish Railroad Co. asks 
authority to construct an extension beginning at the eastern end of 
the Poe Branch Spur leading off applicant’s main line tracks just east 
of the A. C. L. crossover in Fayetteville, N. C., for a distance of 
approximately 1 mile to the site where public docks are to be con- 
structed on the western bank of the Cape Fear River. 


UNCONTESTED FINANCE CASES 


Supplemental report and order in F. D. Nos. 9160, 9484, and 9730, 
Boston & Maine Railroad Bonds, granting authority (1) to pledge and 
repledge as collateral security for any note or notes issued to the 
Federal Emergency Administrator of Public Works $7,500,000 of first- 
mortgage 5 per cent gold bonds, series KK, and $17,500,000 of first- 
mortgage 6 per cent gold bonds, series LL, or the applicant’s equity 
in these bonds, now pledged with the Reconstruction Finance Cor- 
poration, and (2) to pledge and repledge, from time to time, all or 
any part of said bonds as collateral security for short-term notes is- 
sued within the limitations of section 20a (9) of the interstate com- 
merée act, approved. 

Report and order in F. D. Nos. 10331, 5109, 9466, 4721, 9958, 9941, 
9649, and 9733, Southern Pacific Co., (1) granting authority to issue 
$12,000,000 of 10-year secured 4 per cent serial bonds, to be sold at 
not less than par and the proceeds used for maintenance and improve- 
ments; (2) modifying previous orders so as to permit the pledge by 
the applicant of $15,422,000 of bonds of subsidiaries as collateral se- 
curity for the 10-year secured 4 per cent serial bonds; and (3) dis- 
missing that part of the application which seeks authority to pledge 
as collateral security for the 10-year secured 4 per cent serial bonds, 
$2,013,000 of Texas New Orleans Railroad Company, Sabine division, 
6 per cent first-mortgage gold bonds and $4,159,000 of San Antonio & 
Aransas Pass Railway Company first-mortgage 4 per cent bonds, 
approved. ; 

Report and certificate in F. D. No. 10231, permitting the St. Louis- 
San Francisco Railway Company and its trustees to abandon a branch 
line of railroad and certain portions of other branch lines in Jasper 
County, Mo., and Cherokee County, Kan., approved. 

Report and order in F. D. Nos. 10354, 9130, 9708, 7972, and 5938, 
Erie R. R. Co. Securities, (1) granting authority to issue not exceed- 
ing $2,671,000 of 4 per cent registered serial collateral notes, to be 
sold at par and the proceeds used for maintenance; and (2) modi- 
fying previous orders so as to permit the pledge, as collateral security 
for said notes, of the applicant’s equity in $34,743,000 of its bonds now 
pledged with the Reconstruction Finance Corporation, approved. 

(Report and order in F, D. No. 10381, authorizing the Illinois Cen- 
tral Railroad Company to assume obligation and liability, as guaran- 
tor, in respect of not exceeding $10,000,000 of Illinois Central Railroad 
equipment trust certificates, series Q, to be issued by the Pennsyl- 
vania Company for Insurances on Lives & Granting Annuities, as 
trustee, and sold at par in connection with financing of maintenance, 
approved. 

Supplemental report and order in F. D. No. 10319, authorizing the 
Boston & Maine Railroad to issue $2,230,000 of 4 per cent registered 
serial collateral notes to aid in the financing of proposed maintenance, 
approved. , 

Report and order in F. D. No. 10378, authorizing the Kansas and 
Oklahoma Railroad Company to issue $14,800 of capital stock, con- 
sisting of 148 shares of the par value of $100 each, to be sold or 
otherwise disposed of at not less than par and the proceeds or the 
stock used to satisfy indebtedness incurred for capital purposes, 
approved. 

Supplemental report and order in F. D. No. 9045, Connecting 
Railway Company Bonds, modifying order of January 8, 1932, so as 
to permit the Connecting Railway Company to reduce the rate of 
interest from 5 to 4 per cent on $934,000 of its first-mortgage bonds 
now held by the Pennsylvania Railroad Company, and to permit 
assumption of obligation and liability by the latter company, as 
guarantor, in respect of said bonds, as authorized by said order, to 
apply thereto with the reduced interest rate, and to permit the sale 
by the Pennsylvania Railroad Company of said bonds at not less 
than 98.18 and accrued interest to provide additional funds for cor~ 
porate purposes, approved. 
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Proposed Reports in I. C. C. Cases 





RAIL-LAKE RATES 


XAMINERS R. G. Taylor and Leslie H. McDaniel, in No. 

26143, Nicholson Universal Steamship Company et al. vs. 
Pennsylvania et al., have recommended that the Commission 
find unduly prejudicial the refusal of the defendants to establish 
through routes and joint standard class and commodity rates 
with complainants’ lines on the Great Lakes. Such routes and 
rates, the examiners say, should be found desirable in the public 
interest. The complainant, other than the Nicholson Company, 
is the Spokane Steamship Company, the stockholders of which 
are the same as in the Nicholson Company. The refusal of the 
railroads is held by the examiners to be unduly preferential 
of the Great Lakes Transit Corporation and other ship lines. 
They recommend that the railroads be required to establish 
rates and routes in connection with the lines of the complainants 
via lake ports on the basis used in connection with competing 
lake lines. The conclusions reached, the examiners say, should 
be without prejudice to any findings that may be made in I. and 
S. 3662. 


CAR SERVICE RULES 


In a proposed report, Examiner Harris Fleming has recom- 
mended the dismissal of No. 25728, Hoboken Manufacturers’ 
Railroad Company vs. Abilene and Southern et al., and No. 
25878, New Orleans and Lower Coast Railroad Company vs. A. 
C. and Y. et al., on the ground that the Commission has no juris- 
diction of the matters in controversy and that, even if it had, 
the car service rules, regulations, and practices complained of 
are not unreasonable, unduly prejudicial, or otherwise unlawful. 

The complaints allege that the rules, regulations, and prac- 
tices, particularly car service rule 4, by refusing to permit de- 
fendants’ cars to be delivered to the vessels of Sea Train Lines, 
Inc., violate parts of sections 1, 3, and 7, of the interstate com- 
merce act. Sea Train Lines, Inc., intervened in behalf of the 
complainants, which are railroads willing to deliver cars to 
Sea Train ships. 


OPEN ROUTE COMBINATIONS 


In a report on further hearing and reconsideration in No. 
25094, Seaboard Air Line Railway et al. vs. Carolina & North- 
western et al., Examiner George M. Curtis has recommended 
modifications of the findings in the prior report, 194 I. C. C. 183, 
that restrictions of the application of joint rates on traffic for 
movement over existing and uncanceled through routes in which 
the Seaboard is a participating carrier resulted in rates violat- 
ing the order in the Cotton Case, 165 I. C. C. 595. The exam- 
iner proposes that the Commission now find that the restrictions 
are unreasonable and otherwise unlawful, without prejudice, 
however, to the closing of the through routes and the cancela- 
tion of the joint rates for application over routes in which the 
Seaboard may be a participating carrier, and without prejudice 
to the adjustment of applicable combination rates on the traffic. 

According to Examiner Curtis the controversy is not be- 
tween the Carolina & Northwestern and the Seaboard but be- 
tween the Seaboard and the Southern, the latter being the owner 
of all the outstanding bonds of the Northwestern and holder 
of the equitable title in the stock of that carrier. No interest 
has been paid on the bonds since July 1, 1928, and stock, accord- 
ing to Curtis, has never paid a dividend. However the North- 
western has a separate organization for the purposes of cor- 
porate action. 

The examiner said the issues related solely to the ques- 
tion of the right of the Seaboard to participate on equal terms 
With the Southern in moving traffic that can be moved by either 
of them over routes that are not unduly circuitous. There were 
no intervening shippers in the case, Curtis said. The routes that 
were open under the joint rates, he added, had not been can- 
celed. They were commercially closed, he added, for the very 
simple reason that the joint rates were confined to routes via the 
Southern, leaving in effect higher combinations over the Seaboard 
routes. The diverting of traffic from the Seaboard routes to 
routes of the Southern by means of the restriction of the joint 
Tates by the Southern and the Northwestern, he said, was the 
very essence of the controversy. 

It was the theory of the defendants, said Curtis, that the 
restriction of the joint rates, leaving the higher combinations 
to apply over the Seaboard routes had support in United States 





vs. Missouri Pacific, 278 U. S. 269 (49 S. Ct. Rep. 133), the 
Ogden Gateway Case, 35 I. C. C. 131 and various other Commis- 
sion decisions including Port of New York Authority, 144 I. C. 
C. 514. 

Curtis said the restrictions resulted in the application of 
unreasonable rates over routes that had not been closed to the 
Seaboard. He said the Commission had no discretion in the 
matter of requiring their cancelation. He said that following 
the decision of December 12, 1933, in Routing Grain and Grain 
Products via Chicago, Rock Island & Pacific Railway, I. and S. 
No. 3761, the Commission should find that the restrictions of 
joint rates, here assailed, resulted in the application of unrea- 
sonable and otherwise unlawful combination rates, but without 
prejudice to the closing of the Seaboard-Northwestern routes and 
the cancelation of joint rates thereover, and a proper adjust- 
ment of the combination rates to a reasonable and lawful basis. 

The examiner said the parties were expected to advise the 
Commission of the action they might take in the premises 
within a period of 90 days from the date the case was decided. 


PROPOSED REPORTS 


Wrought Iron Pipe 


No. 20416, Harry Abels vs. A. T. & S. F. et al. By Examiner 
Herbert P. Haley. Rates charged, wrought iron pipe, points in 
Kansas to Healdton, Okla., proposed to be found unreasonable 
to the extent they exceed or may exceed 35 and 38 per cent 
for single and joint line hauls respectively, of southwestern 
first class rates and differentials subject to the method of com- 
putation set forth on the second report on reconsideration in 
Prairie Pipe Line Case, 132 I. C. C. 56, 146 I. C. C. 149 and 195 
I. C. C. 486. Reparation proposed in accordance with the prin- 
ciple in that case. 


Refrigerators, Etc. 


No. 26173, Janney-Semple-Hill & Co. vs. C. C. C. & St. L. 
et al. By Examiner Harold M. Brown. Dismissal proposed. 
Carload rate charged, refrigerators and cooling apparatus com- 
bined, Dayton, O., to Minneapolis, Minn., not shown to have been 
unreasonable or otherwise unlawful. Shipments were made be- 
tween January 26 and June 6, 1932. 


Wheat 


No. 23598, Rea-Patterson Milling Co. vs. M. P. et al. By 
Examiner Paul R. Naefe. Upon further hearing, finding in 172 
I. C. C. 147, that shipments, wheat, points in Kansas and Okla- 
homa to Coffeyville, Kan., there milled into products and the 
products reshipped to Marshall, Mo., Omaha, Neb., and Clinton, 
Ia., were misrouted, proposed to be affirmed. Reparation of 
$2,229.24 proposed. 


Potatoes 


No. 26196, Peter Fox Sons Co. vs. C. C. C. & St. L. et al. 
By Examiner Herbert P. Haley. Dismissal proposed. Applicable 
rates, two carloads, potatoes, one from Elderon, Wis., and the 
other from Waupaca, Wis., via Chicago, Ill., Evansville, Ind., 
Louisville, Ky., and Cincinnati O., to Indianapolis, Ind., proposed 
to be determined to have been 85 cents, over the routes of 
movement. The examiner said the shipments were undercharged. 


Maple Flooring 


No. 26245, A. C. Wells, trustee, vs. Alton et al. By Examiner 
T. Naftalin. Rate charged, maple flooring, carloads, Menominee, 
Mich., to Farmington, Mo., proposed to be found inapplicable. 
A rate of 41 cents was collected on two carloads shipped in 
November, 1932. The examiner proposed that the Commission 
find that 39 cents was the applicable rate and that it was unrea- 
sonable to the extent it exceeded 35.5 cents. Reparation pro- 
posed. 


Bananas 


No. 25600, Amato & Sons, Inc., et al. vs. A. T. & S. F. et al., 
and a sub-number, Same vs. Same. By Examiner J. Edgar 
Smith. Dismissal proposed. Rates, bananas, carloads, Gulf and 
Rio Grande ports of entry, to Colorado points, not unjust, un- 
reasonable or excessive. 

Anthracite Coal 


No. 25614, Thomas H. Jaggers, trading as Thos, Jaggers Coal 
Co. et al. vs. C. of N. J. et al. By Examiner Paul A. Colvin. 
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Rates, anthracite coal, in prepared sizes, points in the Wyoming, 
Lehigh and Schuylkill regions of Pennsylvania to points in New 
Jersey found unreasonable as a basis of reparation to the extent 
they exceeded those prescribed in Tri-County Coal Dealers’ As- 
sociation vs. Atlantic City Railroad Co., 178 I. C. C. 213. Com- 
plainants and interveners, not parties to that proceeding sought 
reparation to the basis therein prescribed on authority of the 
principle set out in Phillips vs. Grand Trunk Ry. 236 U. S. 662 
(35 S., Ct. Rep. 444). Reparation proposed on that basis. 


Import Cotton 


No. 26279, Carolina Cotton & Woolen Mills Co. et al. vs. 
Southern et al. By Examiner David T. Copenhafer. Rates, im- 
port cotton, carloads, Norfolk, Va., to Draper and Spray, N. C., 
proposed to be found unreasonable prior to December 4, 1931, 
to the extent they exceeded 46 cents, and that the rates on and 
since that date were not unreasonable. Reparation proposed. 


Pencil Leads and Erasers 


No, 26010, Wallace Pencil Co. vs. C. of G. et al. By Ex- 
aminer J. G. Cooper. Dismissal proposed. Rates, pencil leads 
and rubber erasers, in straight or mixed carloads, Atlanta, Ga., 
to St. Louis, Mo., not unreasonable or otherwise unlawful. Com- 
plaint was that a third class rate of $1.23 was unreasonable and 
unduly prejudical. A rate of 79 cents for the future and repara- 
tion to that basis were sought. 


Vegetables 


No. 26166, Nash-Finch Co, et al. vs. A. T. & S. F. et al. By 
txaminer Philip S. Peyser. Rates, fresh vegetables, including 
onions without tops, carloads, eastern Colorado origin group and 
groups basing thereon, to destinations in Oklahoma proposed to 
be found not unreasonable but unduly prejudicial to complain- 
ants and unduly preferential of competitors at Caldwell and 
Arkansas City, Kan., to the extent of 6 cents. The examiner 
said the undue prejudice and preference might and should be 
removed either by decreasing the rates assailed to Oklahoma 
destinations by 6 cents or increasing the rate to Kansas border 
points by 6 cents or by both decreasing the Oklahoma rates and 
increasing the Kansas rates so as to reduce the present dif- 
ference in rates by 6 cents. The examiner said that proof of 
damage was not sufficiently definite to support an award of 
reparation. 

Bituminous Coal 


No. 25566, intrastate rates on bituminous coal within the 
state of Ohio, this report relating only to No. 25656, H. W. 
Showalter, receiver, Continental Coal Co. et al. vs. A. C. & Y. 
et al., and No. 25670, Robert C. Hill, Frank R. Lyon and Howell 
Fisher, domiciliary receivers of the Consolidated Coal Co. et al. 
vs. C. & Y. et al. By Examiner R. N. Trezise. Supplemental 
report, rates, bituminous coal, mines on the line of the Monon- 
gahela Railway Co. in the Fairmont district in Northern West 
Virginia to destinations in northeastern Ohio proposed to be 
found unduly preferential of competitors in the Connellsville 
district to the disadvantage of the complainants to extent that 
the rates assailed exceed those contemporaneously maintained 
from the Connellsville district to the same destinations. Exam- 
iner proposes an order establishing new rates for the future. 
Original report was made in 192 I. C. C. 413. 


LOANS TO RAILROADS 


H. D. Pollard, as receiver of Central of Georgia, in Finance 
No. 10413, asks for approval of expenditures for 3,000 tons of 
new 90-pound steel rail and 5,691 pairs of 90-pound rail joints, 
amounting to approximately $120,000, and in No. 10414, for au- 
thority to issue not more than $120,000 of receiver’s certificates 
to the PWA for a loan to finance the purchase. 

The Grand Trunk Western Railroad Co. in Finance No. 
10418, has asked authority to issue note or notes to the PWA not 
exceeding $250,000, the proceeds to be used for the purchase of 
steel rails, fastenings and accessories. 

In Finance No. 10412, the Chicago Great Western Railroad 
Co. has asked the Commission to approve a loan from the PWA 
of not to exceed $1,200,000 to purchase 500 additional box cars. 

Public Works Administrator Ickes has signed a contract for 
a loan of $4,500,000 to the Baltimore & Ohio Railroad Co. which, 
he said, would enable the company to spend $5,484,406 this year 
in giving additional employment to its track and shop forces 
and purchasing materials to be used by those forces. The com- 


pany will buy 49,000 tons of rails and fastenings and materials 
required for repairing 240 locomotives and 5,000 freight cars. 

A PWA loan of $250,000 has been allotted to the receiver of 
the Savannah & Atlanta Railroad to purchase 100 new steel box 
cars. 

A check for $240,000 has been sent by the PWA to the 
Chicago & Eastern Illinois Railway Co. to be used to pay for 
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4,000 tons of rails, 1,099 tons of tie plates, track spikes and 
track bolts, and a quantity of other track materials. 

In Finance No. 10386, Boston & Maine Railroad public works 
improvement, the Commission, by division 4, has approved an 
improvement program of the carrier mentioned estimated to 
cost $1,550,000, which it is proposed to finance by means of a 
loan from the PWA. The plan so approved calls for repairs to 
tracks, roadway and signal facilities. Roadway repairs call for 
an expenditure of $727,000. The signal facility work is esti- 
mated to cost $571,626. The remainder is to be spent for 8,000 
tons of re-lay rail, 100-pound and 85-pound rails, and necessary 
accessories. 

The Great Northern Railway Co., in Finance No. 10419, has 
asked authority to issue and sell to the United States $4,935,000 
of 10-year secured 4 per cent serial bonds for PWA loans (see 
Traffic World, March 24, p. 553) allotted to that carrier by Ad- 
ministrator Ickes. The carrier asked authority to pledge 
$7,000,000 of its general mortgage 6 per cent gold bonds for the 
bonds. 

In Finance No. 10373, Wisconsin Central Railway Co. re- 
ceiver public works improvement, the Commission, by division 4, 
has approved a program of maintenance work on the Wisconsin 
Central estimated to cost $115,000, consisting of approximately 
1,757 gross tons of new rail, ties and track accessories. The 
receiver has applied to the PWA for a loan to be used in financ- 
ing the program. 

The Commission, by division 4, in Finance No. 10394, Maine 
Central Railroad Co. public works improvement, has approved a 
maintenance project of the carrier mentioned, to be financed by 
a loan from the PWA, estimated to cost $318,423. The work 
proposed is the purchase and installation of 4,200 of new 112- 
pound rail and accessories, The carrier proposes to issue $313,- 
000 of notes to obtain the needed money from the PWA and has 
filed an application with the Commission for permission to issue 
the notes. 

In Finance No. 10420, the Gulf, Mobile & Northern Railroad 
Co., asks approval of the Commission of expenditures for rail- 
road equipment to be financed with the proceeds of a loan not 
exceeding $1,000,000 from the PWA. The equipment to be ac- 
quired consists of 4 motor cars, 2 passenger cars, 2 observa- 
tion sleeping cars, 150 standard 50-ton box cars, and 50 com- 
posite 50-ton gondola cars. The applicant said it was con- 
vinced from experience it had had that its passenger service 
could be changed from steam to self-propelled Diesel-electric 
motor operation with a substantial saving after making due 
allowance for depreciation, obsolescence and interest. In Finance 
No. 10421, The Gulf, Mobile & Northern asks for authority to 
execute its notes for an amount not exceeding $1,000,000 to be 
borrowed from the PWA to cover the equipment program set 
forth in Finance No, 10420. 

Finance No. 7044. Supplemental. Maine Central Railroad 
Co. asks for amendment of the order of the Commission of 
August 15, 1928, as modified by the order of April 30, 1930, and 
for authority to pledge $444,000 of 4144 per cent first mortgage 
bonds of the Portland & Ogdensburg Railway as _ collateral 
security for a loan from the PWA. The program of the appli- 
cant calls for a loan of $313,000 from the PWA to cover the 
purchase and installation of new rails and fastenings. The 
applicant said it had reason to believe it could borrow $313,000 
from the PWA if it furnished the bonds mentioned as security. 

The Commission, by division 4, in Finance No. 10385, Sea- 
board Air Line Railway Co., receivers public works improve- 
ment, has approved an equipment program of that carrier, call- 
ing for the expenditure of between $3,000,000 and $3,500,000, to 
be financed by a loan from the PWA. The program calls for 
the acquisition of five modern type locomotives, 1,000 50-ton box 
cars and 100 large capacity phosphate cars. 

In Finance No. 10402, New York, New Haven & Hartford 
Railroad Co. public works improvement, the Commission, by 
division 4, has approved an equipment acquisition program esti- 
mated to cost not more than $2,300,000 to be financed with money 
obtained from the PWA. The company has applied to the Com- 
mission for authority to assume obligation and liability in re- 
spect of equipment trust certificates totaling $2,300,000 to be 
sold to the PWA. The program calls for the acquisition of 50 
steel passenger cars, 2 passenger trailer cars and two car units 
equipped with Diesel electric motive power. 


COMMISSION ORDERS 


Finance No. 10362, Erie notes. Application dismissed upon re- 
quest of applicant. 

Ex Parte 96, Through routes and joint rates between Inland 
Waterways Corporation and other common carriers. Effective date of 
orders of April 8, 1929, and February 14, 1931, herein, as amended, is 
further postponed until October 25. 

No. 26374, Omaha Chamber of Commerce Traffic Bureau et al. vs. 
A. T. & S. F. et al. Chamber of Commerce of Fargo, N. D., Fargo 
Foundry Co. and North Dakota Metal Culvert Co. permitted to inter- 


vene. 
No. 26396, Chamber of Commerce of the City of Newark, N. J., et 
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al. vs. Pennsylvania. 
to intervene. 

No. 26400, Fork Mountain Coal Co. et al. vs. C. N. O. & T. P. et 
al. Barren Fork Coal Co., Danville Ice & Coal Co., Lee Smock Co. 
and Stearns Coal & Lumber Co. permitted to intervene. 

No. 26345, Tex-O-Kan Flour Mills Co. vs. A. & S. et al. 
Worth Grain & Cotton Exchange permitted to intervene. 

No. 26396, Chamber of Commerce of City of Newark, N. J., et al. 
vs. Pennsylvania. The Port of New York Authority permitted to in- 
tervene. 

No. 26408, Standard Oil Co. (Indiana) vs. C. B. & Q. et al. White 
Eagle Oil Corporation permitted to intervene. 

No. 26400, Fork Mountain Coal Co. et al. vs. C. N. O. & T. P. et 
al. Commonwealth of Kentucky and Railroad Commission of Kentucky 
permitted to intervene. 

Service Order No. 53-A. Service order No. 53, dated March 8, 
1933, vacated and set aside, necessity for its continuance having 
passed. Notice of vacation served upon the Southern and the Alabama 
te Southern for whose benefit it was issued to allow re-routing of 
traffic. 

No. 26416, Board of Railroad Commissioners of the state of North 
Dakota et al. vs. Alabama Central et al. American Cotton Manu- 
facturers’ Association, North Carolina Cotton Manufacturers’ Associa- 
tion, Inc., and Cotton Manufacturers’ Association of South Carolina 
permitted to interevene. 

Finance No. 10055, St. Louis-Kansas City Short Line Railroad 
proposed construction. Proceeding assigned for further hearing at 
a time and place to be fixed. 

Finance No, 9040, N. I. & N. construction. Time prescribed in 
said certificate and order, as extended, within which the N. lL & 
N. shall complete the construction of the line of railroad therein 
authorized is further extended to December 31, 1934. 


Brooklyn Chamber of Commerce, Inc., permitted 


Fort 


No. 25110, Hickory Clay Products Co. vs. A. C. L. et al. Com- 
plainant’s petition for reconsideration and reargument denied. 
No. 26345, Tex.-O.-Kan. Flour Mills Co. vs. A. & S. et al. Mer- 


chants’ Exchange of St. Louis, Mo., permitted to intervene. 

Finance No. 3197, Construction of line by Waco, Beaumont, Trin- 
ity & Sabine, and Finance No. 5104, Construction of extension by 
Waco, Beaumont, Trinity & Sabine. Time fixed for completion of 
construction of lines of railroad therein authorized, is further ex- 
tended to May 1, 1934. 


PETITIONS FOR REHEARING, ETC. 


1. & S. 3896, barium chloride between eastern points. Protestant, 
Grasselli Chemical Co., asks for,reopening, oral argument and re- 
consideration on the record as made. 

No. 23823, Gypsum Association et al. vs. A. T. & S. F. et al. 
and No. 17006, Upson Co. vs. A. A. et al. Southwestern and Western 
Trunk Line territories carriers have filed a supplemental petition 
for modification of Commission’s order. 

No. 25254, and Sub. 1, Chamber of Commerce of Fargo, N. D., 
et al. vs. A. C. & Y. et al. Neal E. Williams, T. A. Durrant, F. P. 
Aughnay, and C. A. Carr for complainants, and P. R. Wigton, for 
interveners, ask that the Commission issue a supplemental order 
herein definitely fixing minimum weight on sweet clover seed, car- 
loads, at tariff minimums, in the past and at 40,000 pounds for 
the future. 

No. 20039, National Mortar & Supply Co. vs. A. A. et al. Com- 
plainant asks for rehearing as to rates to destinations intermediate 
to the specific points to which rates on agricultural limestone were 
published on August 26, 1926, and for the purpose of proving its ship- 
ments and the damages sustained. 

No. 23530, Armour and Co. vs. A. T. & S. F. et al., No. 24253, 
Swift & Co. vs. B. & O. et al. No. 24253, Sub. 1, Swift & Co. vs. A. T. 
& S. F. et al. and No. 24253, Sub. 3, Armour and Co. vs. A. C. & Y. 
et al. Complainants ask for oral argument before any further decision 
is made in these cases which might, in any way, modify the conclu- 
sions reached in the original report herein. 

No. 24104, Big Sandy Fruit Co. et al. vs. A. & E. et al. and No. 
25711, Big Sandy Fruit Co. et al. vs. A. C. & Y. et al. Complainant 
Sandy Valley Grocery Co., asks division 5 to reopen the above-entitled 
proceeding to afford it an opportunity to offer evidence that it made 
shipments in its corporate capacity and paid and bore the charges 
thereon and is entitled to reparation pursuant to the decision dated 
October 19, 1933. wy 

No. 9200, Application of New Jersey & New York for a revision 
of prior orders of the Commission in this matter and for a finding that 
petitioner is and has been a separately operated railroad and is and 
has been entitled to the rates of mail pay for such roads which are 
less than fifty miles in length. Applicant asks for reconsideration by 
and argument before the entire Commission, 

No. 25450, Wichita Falls Petroleum Traffic Association et al. vs. 
A. & R. et al. Complainants and intervenors ask reopening, reargu- 
ment and consideration by entire Commission on present record. 

No. 25577, Wenk Brothers vs. C. M. St. P. & P. Complainant 
asks for reconsideration and further hearing. 

No. 23339, V. A. Stewart & Co. et al. vs. A. & R. et al. 
plainants ask for recortsideration, rehearing and/or reargument. 

No. 23381, Boydton Manufacturing Co., Inc., et al. vs. Southern et 
al. Defendants ask for reconsideration and modification of order dated 
September 23, 1932. 

No. 24881, and No. 25441, Carolina Shippers’ Association, Inc., et al. 
vs. N. S. et al. Carolina Shippers’ Association, Inc., Phillips & Co., 
D. C. MeCotter, Chas. F. Cowell, W. S. Carawan, J. A. Tingle, Tingle, 
Swan & Co., Andrews & Knowles Produce Co., R. C. Abbott Co., S. 
L. Warren, and H. G. Walker, complainants ask reopening of these 
proceedings for reargument and consideration by the entire Com- 
mission, 

No. 25363, S. Smith Coal Co. vs. Erie et al. Complainant asks for 
reconsideration on present record with reference to damages prior 
to date of hearing, September 17, 1932, and a further hearing for the 
sole purpose of offering additional proof of injury and damages since 
the date of the hearing (unless the Commission on reconsideration 
should find that Section 1 of the Act was also violated). 

No. 25655, Joseph B. Marcus & Co. vs. C. M. St. P. & P. et al. 
Complainant asks reopening and reconsideration on record as made. 

No. 24840, and Sub. 1, East Tennessee Sand & Gravel Co. vs. 
Southern et al. Defendant, N. & W., asks postponement of effective 
7 tae order entered in these proceedings by division 5 on February 
27, 1934. 


Com- 





CHANGE IN DOCKET 


Hearing in No. 26320, Hazel-Atlas Glass Co. vs. B. & O. R. R., 
assigned for March 27, at Wheeling, W. Va., before Examiner Armes 
was canceled. 
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Loss and Damage Decisions 





Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 

1934, by West Publishing Co.) 
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CARRIAGE OF LIVE STOCK 


(Supreme Court of South Dakota.) Shipment of hogs from 
South Dakota to Minnesota held governed by Interstate Com- 
merce Act (Interstate Commerce Act (49 USCA, Sec. 1 et seq.)). 
(Christensen vs. Minneapolis, St. P. & S. S. M. Ry. Co., 252 N. 
W. Rep. 738.) 

Shipper of hogs for exhibition purposes under uniform live 
stock contract held limited in recovery for death of hogs to 
value fixed by contract, notwithstanding actual value of hogs 
was greater (Interstate Commerce Act (49 USCA, Sec. 1 et 
seq.) ).—Ibid. 

Shipper and carrier could not waive terms of uniform live 
stock contract under which hogs were shipped so as not to be 
bound by agreement made under published tariffs and regula- 
tions (Interstate Commerce Act (49 USCA, Sec. 1 et seq.) ).—Ibid. 

(Supreme Court of Iowa.) Proof of delivery of live stock 
to carrier in good condition, where shipper does not accompany 
shipment, and of bad condition of stock when reaching destina- 
tion, provides prima facie cause of action against carrier, shift- 
ing burden to carrier to show injury due to inherent vice or pro- 
pensities of animal shipped. (Brower vs. Chicago, R. 1 & P. 
Ry. Co., 252 N. W. Rep. 755.) 

Where shipper did not accompany hog shipment, duty of 
seeing that hogs were properly cared for, fed, and watered, 
rested on railroad.—Ibid. 

Whether railroad performed duty of giving hogs sufficient 
water and feed during shipment held for jury. 

Evidence showed hogs were in good condition at beginning 
of journey; that for five days and nights, while being taken on 
600-mile trip, they were never removed from cars; that each car 
contained more than 100 hogs; that total amount of corn given 
to each car during the five days was six bushels; that there 
were 19 dead hogs when shipment reached destination; and 
that live hogs were eating dead ones.—Ibid. 

In action against carrier for loss and injury to hog ship- 
ment, whether hogs died from cholera held for jury where 
veterinarian, who gave opinion that hogs died from cholera, 
did not see them until seven or eight days after they were 
unloaded.—Ibid. 








dl 


Miscellaneous Decisions 
Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, 
published by West Publishing Co., St. Paul, Minn. Copyright, 
1934, by West Publishing Co.) 





REGULATION OF COMMON CARRIERS 


(Court of Appeals of Georgia, Division No. 1.) Maintenance 
in Georgia court of suit by attachment, based on accord and 
satisfaction of plaintiff’s claim for non-resident railroad’s breach 
of contract for carriage held not undue interference with in- 
terstate commerce or operations of railroad, notwithstanding 
railroad had no place of business or line in Georgia (Civ. Code, 
Secs. 4330, 5055; Interstate Commerce Act, 49 USCA, Sec. 1 
et seq., especially Sec. 3, 49 USCA, Sec. 3, and Sec. 20 (11), as 
amended, 49 USCA, Sec. 20 (11)). (Pere Marquette Ry. Co. vs. 
Tifton Produce Co., 172 S. E. Rep. 727.) 

Finding that attachment suit against non-resident railroad 
was based on accord and satisfaction of claim for breach of 
contract of carriage held authorized, under pleadings, evidence, 
and agreement of counsel. 


(Supreme Court of Mississippi, Division A.) Statute permit- 
ting circuit court on certiorari to review only questions of law 
appearing on face of record and proceedings held not to au- 
thorize examination of transcript of evidence on review of 
Railroad Commission’s decision granting certificate of conven- 
ience and necessity (Code 1930, Secs. 72, 73, 7125). 
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Word “proceedings” within Code 1930, Sec. 72, authorizing 
circuit court in reviewing case on certiorari to examine ques- 
tions of law arising or appearing on the face of the record and 
proceedings, includes only such proceedings as must appear 
of record, and does not include the evidence on which the in- 
ferior tribunal acted. (Yazoo & M. V. R R. Co. vs. ‘Mississippi 
Railroad Commission, 152 So. Rep. 649.) 





(Supreme Court of Mississippi, Division A.) This case is 
ruled by the case of Yazoo & Mississippi Valley Railroad Com- 
pany vs. Mississippi Railroad Commission (Miss.) 152 So. 649, 
this day decided. 

Affirmed. (Gulf & S. I. R. Co. vs. Mississippi Railroad Com- 
mission, 152 So. Rep. 650.) 
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(Supreme Judicial) Court of Massachusetts, Essex.) Limitations 
on common-law liability of carriers by water may be inserted in 
bill of lading, provided limitations are reasonable and not con- 
trary to public policy. (Cunningham Leather Co. vs. American- 
Hawaiian S. S. Co, 189 N. E. Rep 98.) 

Limitations of liability of carrier by water in bill of lading 
which required action for damages to hides shipped from San 
Francisco to Boston to be brought within four months after 
carrier was given notice of claim therefor, held reasonable, and, 
hence, buyer of hides from consignee could not recover for 
damages thereto in action brought 18 months after notice of 
claim to carrier.—Ibid. 

Under undisputed evidence, reasonableness of limitation of 
liability of carrier by water in bill of lading which required ac- 
tion for damages to hides in transit to be brought within 4 
months after carrier was given notice of claim therefor held 
question of law for court.—Ibid. 


REVENUE FREIGHT LOADING 


The American Railway Association announced March 30 
that revenue freight loading the week ended March 24 totaled 
608,462 cars, a decrease of 17,311 under the preceding week 
but an increase of 128,503 above the corresponding week last 
year and 47,344 above the 1932 week. Miscellaneous loading 
totaled 228,208 cars; merchandise, 166,542; grain and products, 
29,884; forest products, 24,810; ore, 4,378; coal, 133,616; coke, 
7,394; live stock, 13,630. 

Loading of revenue freight the week ended March 17 totaled 
625,773 cars, according to the car service division of the Ameri- 
can Railway Association. (See Traffic World, March 17.) This 
was an increase of 13,371 cars above the preceding week, 172,136 
cars above the corresponding week in 1933, and 41,014 cars 
above the corresponding week in 1932. 


Miscellaneous freight loading the week ended March 17 to- 
taled 227,562 cars, an increase of 11,120 cars above the preced- 
ing week, 76,786 cars above the corresponding week in 1933, and 
37,554 cars above the corresponding week in 1932. 


Loading of merchandise less than carload lot freight totaled 
166,129 cars, a decrease of 257 cars below the preceding week, 
but 12,953 cars above the corresponding week in 1933. It was, 
however, a decrease of 21,063 cars below the same week in 1932. 


Grain and grain products loading for the week totaled 31,952 
cars, an increase of 2,204 cars above the preceding week, 5,202 
cars above the corresponding week in 1933, and 2,062 cars above 
the same week in 1932. In the western districts alone, grain 
and grain products loading for the week ended March 17 totaled 
20,770 cars, an increase of 4,151 cars above the same week in 
1933. 


Forest products loading totaled 25,164 cars, an increase of 
2,312 cars above the preceding week, 10,634 cars above the same 
week in 1933, and 4,857 cars above the same week in 1932. 

Ore loading amounted to 4,010 cars, an increase of 617 cars 
above the preceding week, 1,524 cars above the corresponding 
week in 1933, and 743 cars above the corresponding week in 1932. 

Coal loading amounted to 148,159 cars, a decrease of 3,335 
cars below the preceding week, but increases of 58,882 cars above 
the corresponding week in 1933, and 17,086 cars above the same 
week in 1932. 
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Coke loading amounted to 8,760 cars, a decrease of 1,334 
cars below the preceding week, but increases of 4,411 cars above 
the same week in 1933, and 1,921 cars above the same week in 
1932. ; 

Live stock loading amounted to 14,037 cars, an increase of 
2,044 cars above the preceding week, and 1,744 cars above the 
same week in 1933, but a reduction of 2,146 cars below the same 


week in 1932. In the western districts alone, loading of live 
stock for the week ended March 17 totaled 11,049 cars, an in- 
crease of 1,475 cars above the same week in 1933. 

All districts reported increases for the week of March 17 
compared with the corresponding week in 1933. All districts also 
reported increases compared with the same week in 1932, ex- 
cept the Central Western, which reported a small decrease. 

Revenue freight loaded by districts for the week ended 
March 17 as compared with the corresponding period of 1933 
was reported as follows: 


( 

Eastern district: Grain and grain products, 5,331 and 4,976; live 
stock, 1,287 and 1,151; coal, 38,462 and 22,099; coke, 2,933 and 2,921; 
forest products, 1,601 and 972; ore, 525 and 363; merchandise, L. C. L., 
44,328 and 40,275; miscellaneous, 56,378 and 31,695; total, 1934, 150,845; 
1933, 103,552; 1932, 138,138. 

Allegheny district: Grain and grain products, 2,866 and 2,362; live 
stock, 1,022 and 828; coal, 41,760 and 22,480; coke, 3,563 and 1,366; for- 
est products, 989 and 709; ore, 518 and 92; merchandise, L. C. L., 31,846 
and 30,623; miscellaneous 44,335 and 25,658; total, 1934, 126,899; 1933, 
84,118; 1932, 116,634. 

Pocahontas district. Grain and grain products, 306 and 229; live 
stock, 49 and 33; coal, 35,300 and 22,340; coke, 580 and 135; forest 
products, 571 and 380; ore, 50 and 27; merchandise, L. C. L., 5,346 
and 4,654; miscellaneous, 6,000 and 3,969; total, 1934, 48,202; 1933, 
31,767; 1932, 39,764. 

Southern district: Grain and grain products, 2,679 and 2,564; live 
stock, 630 and 707; coal, 16,602 and 9,854; coke, 377 and 201; forest 
products, 7,424 and 4,523; ore, 648 and 119; merchandise, L. C. L., 
29,490 and 26,450; miscellaneous, 38,783 and 29,033; total, 1934, 96,633; 
1933, 73,451; 1932, 89,899. : 

Northwestern district: Grain and grain products, 8,411 and 5,861; 
live stock, 3,302 and 3,383; coal, 5,608 and 4,091; coke, 1,055 and 439; 
forest products, 7,458 and 4,433; ore, 96 and 267; merchandise, L. C. L., 
19,172 and 17,566; miscellaneous, 24,356 and 16,212; total, 1934, 69,458; 
1933, 52,252; 1932, 66,907. 

Central western district: Grain and grain products, 8,536 and 
7,087; live stock, 6,397 and 5,046; coal, 7,734 and 6,436; coke, 168 and 
126; forest products, 3,638 and 1,929; ore, 1,942 and 1,507; merchandise, 
L. C. L., 23,191 and 21,732; miscellaneous, 32,863 and 24,784; total, 
1934, 84,469; 1933, 68,647; 1932, 85,290. 

Southwestern district: Grain and grain products, 3,823 and 3,671; 
live stock, 1,350 and 1,145; coal, 2,693 and 1,977; coke, 84 and 61; for- 
est products, 3,483 and 1,584; ore, 231 and 111; merchandise, L. C. L.. 
12,756 and 11,876; miscellaneous, 24,847 and 19,425; total, 1934, 49,267; 
1933, 39,850; 1932, 48,127. 

Total, all roads: Grain and grain products, 31,952 and 26,750; live 
stock, 14,037 and 12,293; coal, 148,159 and 89,277; coke, 8,760 and 4,349; 
forest products, 25,164 and 14,530; ore, 4,010 and 2,486; merchandise, 
L. C. L., 166,129 and 153,176; miscellaneous, 227,562 and 150,776; total, 
1934, 625,773; 1933, 453,637; 1932, 584,759. 


Loading of revenue freight in 1934 compared with the two 
previous years follows: 


1934 1933 1932 
Wotr Wowk i TARURTT occcccccscse 2,177,562 1,924,208 2,266.771 
Four weeks in February ............ 2,308,869 ,970,566 2,243,221 
Week ended March 83 ............ 604,137 481,208 559,479 
Week ended MATCch 10 ..6icccscccsces 612,402 441,361 575,481 
Week ended Maren 17 ...ccicccscccse 625,773 453,637 584,759 
5,270,980 6,229,711 


TOUR icc cdsessesscwcesowensesane 6,328,743 


WHEELER-GRISWOLD RAIL BILLS 


The Traffic World New York Bureau 


The Merchants’ Association of New York has gone on record 
as opposed to two measures pending in Congress that would 
place additional restrictions on the railroads. The bills were 
studied by the committee on transportation of the association 
and, as a result of the committee’s report, the association has 
taken the attitude that operation of railroad property should be 
left to the managerial direction of the companies and that the 
railroads should be relieved of all needless expense. 

In respect to the Wheeler-Griswold measure, which would 
establish a national full-crew law for trains, the report said, 
in part: 

The legislation obviously is introduced on behalf of labor and 
there is no doubt that its passage would add appreciably to railroad 
operating costs. We should bear in mind that any deviations in 
such costs, generally speaking, greatly affect the measure of the 
carriers’ freight rates, which industry must pay in the final analysis. 

The casualties on steam railroads are becoming less and less, 
as stated in a report issued by the Bureau of Safety of the Interstate 
Commerce Commission, which was submitted to Congress on Decem- 
ber 1, 1933. We are reliably informed that neither the Commission 
nor the Federal Coordinator of Transportation is in sympathy with 
the suggested law, as they believe it would place an unnecessary 
burden upon the rail carriers, which in itself is significant. 


In regard to the other bill, which has the same sponsors, 
and which attempts to establish a legal limit of seventy cars 
for freight trains and fourteen cars for passenger trains, and sets 
up restrictions on combination freight and passenger trains, the 
association took the stand that operation of railroad property 
should be left to managerial direction. 
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March 31, 1934 


RAILROAD WAGE DISPUTE 


The Trafic World Washington Bureau 


The controversy between the Railway Labor Executives’ 
Association and the Conference Committee of Managers as to 
continuation of the present 10 per cent pay deduction plan on 
the railroads for at least six months beyond July 1 had new 
life injected into it this week just before President Roosevelt 
left Washington for a ten-day vacation on the ocean off the lower 
Florida peninsula. 

Before the spokesmen for the employes, headed by A. F. 
Whitney, chairman, conferred with the President the afternoon 
of March 27, the indications pointed strongly to reference of 
the wage controversy to the Board of Mediation for handling 
under the railway labor act. That seemed to be the only step 
to take because the efforts of Coordinator Eastman to get the 
two groups together had not been successful. 

However, after the call on the President, Mr. Whitney said 
efforts would be continued to effect a settlement through the 
coordinator. If a settlement could not be reached by the time 
the President returned, he said, the door would be open for the 
employes to see him again. The machinery of the railway labor 
act, he said, would not be resorted to at least until after the 
President returned. 

Coordinator Eastman, the day after the President left, con- 
ferred separately with both groups. He could not say, he said, 
that the groups were any closer together. The coordinator had 
conferred with the labor group March 24 and with the man- 
agement group March 25. He conferred with the labor group 
March 26. 

If the wage dispute should be referred to the Board of 
Mediation the steps that would be taken under the railway labor 
act would be as follows: First, the board would seek to mediate 
the dispute; second, if it were unsuccessful, arbitration would 
be proposed; third, if arbitration were rejected, then the Presi- 
dent would appoint an emergency board to investigate and 
report on the dispute. 

If the processes of the railway labor act are invoked, the 
issue will be joined by the notices of the carriers calling for a 
15 per cent reduction in basic rates of pay, effective July 1. 

The employes have declared they will resist such a proposal 
and ask not only for elimination of the 10 per cent deduction 
in effect now but also for a 10 per cent increase in basic rates 
of pay effective July 1. The railroad managements say that 
would mean an increase of approximately 22 per cent over 
present pay. 





EASTMAN REGULATION BILLS 


Chairman Dill, of the Senate committee on interstate com- 
merce, has introduced the bills proposed by Coordinator East- 
man in his report on the coordination of regulation for the regu- 
lation of carriers by motor and carriers by water. The bills 
proposed by the coordinator were described in detail in con- 
nection with that report. (See Traffic World, March 17, p. 499.) 
The motor regulation bill is S. 3171 and water carrier bill is S. 
3172. Both have been referred to the Senate committee on 
interstate commerce. 

Senator Dill, in introducing the Eastman waterway and high- 
way regulation bills, marked them “by request.” It was learned 
that Senator Dill had asked Mr. Eastman whether he would like 
to have the bills introduced and the coordinator replied that he 
would. 

The interstate commerce committee may take up the bills in 
about two weeks to consider whether it will proceed with them 
at this session. 


EASTMAN AND CAR POOLING 


Two steps looking to the pooling of express refrigerator 
cars and of all freight cars were announced by Coordinator 
Eastman March 27. The first, the pooling of express refrigerator 
cars, is in effect, temporarily, between the Railway Express 
Agency and the railroads owning express refrigerator cars, to 
cover the heavy spring movement. With regard to the express 
car pooling the announcement by Mr. Eastman said: 


The federal coordinator of transportation in conjunction with the 
Railway Express Agency, Inc., is undertaking to bring about more 
economical and efficient operation of express refrigerator cars, the 
control of which has heretofore been exercised largely by the rail- 
roads on whose lines the products requiring express movement under 
refrigeration originate. 

Through a temporary agreement between the express agency and 
the interested railroads, the handling of these cars will be pooled 
during the heavy spring movement, and a study will be made to 
determine the desirability of forming a permanent pool. A com- 
mittee of railroad officers has been named to work with the Railway 
Express Agency under the chairmanship of L. O. Head, president 
of the agency. The railroad members of the committee are: J. R. 
Koontz, chief traffic officer, St. Louis-San Francisco Railway Co.; 
R. L. Kleine, assistant chief of motive power, Pennsylvania Railroad; 
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S. O. Taylor, master car builder, Missouri Pacific Lines; @ C. 
Christy, superintendent car department, Illinois Central system; H. 
R. Lake, general superintendent of transportation, Atchison, Topeka 
and Santa Fe; J. C. Wroton, general superintendent of transporta- 
tion, Seaboard Air Line Railway; J. C. McCahan, manager mail and 
express traffic, Baltimore & Ohio; A. R. Smith, vice-president, Louis- 
ville-Nashville Railroad; C. F. Smith, manager passenger transpor- 
tation, New York Central Lines, and J. T. H. Armstrong, assistant 
general manager, Pacific Fruit Express Company. 

The announcement with respect to the pooling of freight 
cars, follows: 

The federal coordinator of transportation announces the ap- 
pointment of a special committee of railroad transportation officers 
who will cooperate with his organization in its study of freight car 
pooling. The committee will have the benefit of a maintenance pro- 
gram which has been submitted to the coordinator by the special 
mechanical-accounting committee, which has been working for sev- 
eral weeks on the mechanical features of the pool. The personnel 
of the transportation committee is as follows. . L. Brown, general 
superintendeht of transportation, Chicago, Milwaukee, St. Paul & 
Pacific; J. H. Doggrell, superintendent transportation, St. Louis & 
San Francisco; J. R. Downes, chief of freight transportation, Penn- 
sylvania railroad; O. E, Hallberg, superintendent of car service, Chi- 
cago & North Western; J. O. Halliday, assistant general manager, 
New York, New Haven & Hartford; J. W. King, ——— superin- 
tendent of transportation, Chesapeake & Ohio; C. E. nham, super- 
intendent transportation, Gulf, Mobile & Northern; W. T. Long, super- 
intendent transportation, Texas & Pacific, and G. Metzman, manager 
freight transportation, New York Central Lines. 

This committee, in conjunction with the Coordinator’s section 
of car pooling will consider methods of organization and rules for the 
distribution of cars under pool operation. The selection of this com- 
mittee is not to be understood as definite approval of the principle 
of car pooling, but is a further step in the consideration being given 
to the subject. 


LEAGUE AND REGULATION 


A meeting of the executive committee of the National In- 
dustrial Traffic League was held at Buffalo last week to con- 
sider the report of the Federal Coordinator with respect to reg- 
ulation. The proposed legislation was discussed with the follow- 
ing results, according to a League circular: 

“On this subject (highway transportation) the executive 
committee recommends that the League approve in principle 
the regulation of the transportation of passengers and property 
by motor highway carriers in interstate and foreign commerce, 
but reserves its opinion as to the most appropriate method of 
bringing about such regulation, and instructs the committee on 
highway transportation to prepare immediately and submit to 
the executive committee a program for legislation to carry out 
the principle here set forth. 

“The highway transportation committee was also to be ad- 
vised that the word, ‘regulation’ as used above, is to be under- 
stood as including the regulation of rates. 

“The waterway bill recommended by Coordinator Eastman 
was referred, without instructions, to the committees on mer- 
chant marine, which handles intercoastal matters, to the inland 
waterways committee, which handles inland waterway subjects, 
and to the legislative committee, for immediate investigation 
and report to the executive committee. 

“The executive committee was directed to advise the proper 
governmental authorities that the League is giving careful con- 
sideration to the various proposals for regulation of transporta- 
tion agencies, other than railroads, and request that no effort 
be made to enact legislation on these subjects at the present 
session of Congress, so that the shipping public may have an 
opportunity to make a thorough study of the complete report 
and recommendations in order that a full expression of views of 
interested parties may be available when the matter comes up 
for consideration at any future session of Congress. 

“The executive committee approved the League’s fourth 
section bill, H. R. 8100, now pending in Congress. The fourth 
section recommendations contained in Federal Coordinator East- 
man’s report were referred to the fourth section committee 
for consideration and report. 

“Miscellaneous amendments to interstate commerce act 
proposed by the Federal Coordinator of Transportation—Para- 
graphs (3) and (4) of section 15; paragraph (1) of section 3; 
sub-paragraphs (a), (b), (c) and (d) of paragraph 3, section 16. 
The executive committee voted to refer these various bills to 
the legislative committee, with instructions to consider them 
and report thereon to the executive committee at a later date.” 


RAILROAD SIX-HOUR-DAY BILL 


The Trafic World Washington Bureau 


The House committee on interstate and foreign commerce 
began hearings March 27 on the railroad unions’ six-hour-day bill 
(H. R. 7430), introduced by Representative Crosser, of Ohio. 
The measure is identical with that (S. 2519) introduced in the 
Senate by Senator Black, of Alabama, and on which hearings 
were held by the Senate interstate commerce committee. (See 
Traffic World, March 3, pp. 421-22, and March 10, pp. 451-54.) 

Organized railroad labor was accorded three days in which 
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to submit its testimony in support of the bill, while two days 
were allotted to the railroads. The testimony heard by the 
committee will be virtually a duplication of that submitted to 
the Senate committee. 

While W. G. Cantley, of the Brotherhood of Railroad Train- 
men, was making the opening statement in support of the bill 
as a substitute for A. F. itney, chairman of the Railway 
Labor Executives’ Association, who was not able to be present 
because of wage negotiations, Representative Maloney, of Con- 
necticut, asked in effect why hours of work were not shortened 
to take care of all the unemployed railroad men, the witness 
having stated that a six-hour day would not take up all the un- 
employed. Mr. Cantley said railroad labor would be glad to go 
to a four-hour day. 

Representative Merritt, of Connecticut, inquired who was 
going to pay the bill—where was the money coming from to pay 
the increased number of employes due to a shorter working day. 


“No need to worry where the money is coming from 
when every man is at work,” interjected Representative Maloney. 


“That is a novel idea,” said Representative Merritt. 
“True, nevertheless,” replied Mr. Maloney. 


FRESH EYE WINS 


(By Thomas F. Woodlock in the Wall Street Journal) 


J. R. Turney, Director of Transportation Service, in the 
office of the Railroad Coordinator, has done a first-class piece 
of work in the report on merchandise traffic recently issued by 
the Coordinator. In form, in content and in spirit it is pre- 
cisely the kind of thing we need at this time. At least two 
years ago this writer suggested that what the railroad industry 
needed was a fresh eye turned upon it. Mr. Turney and his 
associates have done this. They have assembled all the avail- 
able facts, they have stated the conclusions which the facts 
suggest and they have suggested remedies in the light of those 
conclusions. The conclusions, in this writer’s opinion, arise 
inexorably from the facts, and the remedies from the conclusions. 

The report deals with freight traffic moving by rail in less 
than carload lots (excluding milk) and covers railroads, ex- 
press companies, forwarders, highway and water carriers. In 
1932, this traffic provided 2.4 per cent of railroad tonnage and 
about 10 per cent of railroad freight revenues. Including ex- 
press tonnage, the rails handled in that year no more than 37 
per cent of similar tonnage handled in the three-year average 
of 1923-5. Between 1925 and 1929 the annual rate of decrease 
in rail merchandise moved was from 2 to 4 per cent; between 
1929 and 1930 it fell off 18 per cent, from 1930 to 1931, 33 per 
cent, from 1931 to 1932, 33 per cent, and for the first nine 
months of 1933, 7 per cent. 


These losses are obviously greater than would be accounted 
for by the depression, and very much greater than the losses 
shown in carload traffic. Three years ago this writer called 
attention to the fact that between 1920 and 1929, while there was 
an increase in rail carload freight equivalent to about two mil- 
lions originated carload shipments, less-than-carload freight had 
declined in an amount equivalent to over three and one-half 
millions of originated carloads. Here comparison is between 
two — years so there is no disturbance from the depression 
as such, 


In 1932, the Turney report estimated, the total merchandise 
moved by land (rail and highway, including express) was about 
60,000,000 originated tons. Of this the rails moved about 20,000,- 
000, including nearly 3,000,000 tons by express. Probably be- 
tween 15 and 20 per cent of the remainder moved on the high- 
way by common and contract carriers, and the rest by private 
haulers. Store door delivery, speed, convenience, reliability 
and safety in handling and lower charges are the principal 
causes of diversion from rail to highway. Uniformity in high- 
way charges—together with flexibility in contrast with a rigid 
complexity of rail charges has been undoubtedly a major 
influence. 

In the face of these facts, Mr. Turney recommends a com- 
plete change in the present handling of merchandise by rail. 
He proposes that it shall be conducted much on the principle 
of present express service. Two great (and competing) “mer- 
chandise agencies” should be created to be owned by the rail 
carriers and operated by independent management, on which 
“the public” is to be represented. These shall take over L. C. L. 
rail traffic and the business now done by express and “forward- 
ers” and deliver from door to door. As for rates, his proposal 
amounts to a complete “scrapping” of the classification’s upper 
classes and adoption of the simplified method at present in use 
by the express companies with distances figured on latitude and 
longitude instead of miles. Rates should be based on cost, 
including taxes, plus a fair profit, and they should be on such 
a level as would make it unprofitable to move freight by high- 
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way for more than 150 miles or by rail for less than 75 miles, 
Three general classes of rates would suffice. 

Finally, rail and road transportation should be coordinated 
“by contract, joint rates, lease or ownership so that merchandise 
will be concentrated at and distributed from a limited number 
of key concentration stations by highway and moved between 
such stations by rail in car lots.” 

Now there may be reasons unknown to this writer why 
some of these recommendations as they stand cannot be carried 
into effect, but, whether there are or not, it does not detract 
from the great merit of Mr. Turney’s report. It is the best 
piece of clear, bold thinking that has thus far appeared in con- 
nection with the “railroad problem.” If all other phases of 
that problem could be dealt with in fashion like this, we might 
indulge good hope of escape from descent into the pit, 


U. S. CHAMBER OF COMMERCE MEETING 


The Chamber of Commerce of the United States at its 
annual meeting in Washington, May 1 to 4, will consider the 
general subject, “Permanent Basis of Business Recovery.” On 
May 2 at a round-table conference at which David F. Edwards, 
president of the Saco-Lowell Shops, Boston, Mass., will preside, 
progress and problems in regulation of transportation and com- 
munication will be discussed. At a luncheon meeting May 3, 
Harry A. Wheeler, president of the Railway Business Associa- 
tion, will speak on “Our Transportation Problems.” At a round- 
table conference May 3 at which Fred W. Sargent, president of 
the Chicago & North Western, will preside, railroad rate policies, 
trucking rates, bus rates and ocean shipping rates will be the 
subjects discussed. 


CONTROL OF N. E. RAILROADS 


The Pennsylvania Railroad Co. has filed a motion with the 
Commission in No. 26286, Interstate Commerce Commission vs. 
Pennsylvania Railroad Co. et al., for dismissal of the complaint, 
the order of investigation issued by the Commission therein and 
the entire proceedings in connection therewith for misjoinder 
of cause of action. (See Traffic World, February 24, p. 353.) 

The complaint, made by the governors of the New England 
states, alleges violation of the Clayton anti-trust law by virtue 
of stock acquisitions and holdings in the Boston & Maine and 
the New York, New Haven & Hartford by the Pennsylvania 
Railroad Co. and Pennroad Corporation. The order of investiga- 
tion issued by the Commission adopts the complaint of the gov- 
ernors. The complaint and order allege that the stock acquisi- 
tion and holdings may be substantially to lessen competition 
between the Boston & Maine and the New Haven acting con- 
jointly with railroads (other than the Pennsylvania) in trunk 
line territory or in Canada, on the one hand, and the Penn- 
sylvania, on the other, to restrain and impede the free com- 
petitive movement of rail traffic originating or terminating 
within New England and tend to create a monopoly of such rail 
traffic; prevent and hinder the carrying out of the Commission's 
final plan of consolidation of the railroad properties of the con- 
tinental United States into a limited number of systems in so far 
as it concerns the properties in eastern territory; and to impair 
the independence, one of another of systems Nos. 1, 2 and 4, as 
provided for in the final plan, 159 I. C. C. 522, and 185 I. C. C. 403. 

Of these two alleged causes of action, says the motion to 
dismiss, one is supposed to arise out of the Clayton anti-trust 
law and the other is supposed to arise out of sundry provisions 
of the interstate commerce act. The motion points out that as 
to any order which the Commission might lawfully enter as to 
violations of the interstate commerce act, it is reviewable in 
the United States district court with appeal to the Supreme 
Court of the United States. 

As to any order that might be issued under the Clayton law, 
the motion points out, it is reviewable by the Circuit Court of 
Appeals from which it may be taken to the Supreme court of 
the United States on a writ of certiorari. Such alleged cause 
of action, the motion points out, involve different issues and 
different procedures and may not lawfully be investigated, tried 
or disposed of together in one proceeding or under one caption. 


D. & H. DISPUTE SETTLED 


The dispute between the Delaware & Hudson and train 
service employes, growing out of the company’s dropping the 
mileage basis of compensation used throughout the country, has 
been settled by the company withdrawing the plan. President 
Roosevelt appointed an emergency board to investigate and 
report on the dispute. The settlement was effected after the 
board began hearings at Albany, N. Y. A. F. Whitney, head of 
the Brotherhood of Railroad Trainmen, said the settlement 
was very satisfactory, particularly in view of the fact that the 
D. & H. said the 10 per cent deduction pay plan would not be 
made effective, though the men would have agreed to a 10 per 
cent cut up to July 1, when the 10 per cent cut agreement as 
to other roads expires. : 
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The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 


(No anonymous communications will be published and writers must identify themselves.) 





RAILROADS POOR SPORTS 


Editor The Traffic World: 

I cannot refrain from commenting on your editorial of 
March 10 under the title “Railroads and NRA.” Judge Fletcher’s 
memorial to the NRA on the necessity of railroads to pay high 
prices for things they buy, due to the operation of the codes, 
while being themselves unable to raise the prices for their 
services is revolting and disappointing to many friends and 
sympathizers of the railroads. 

A year ago the lumber industry, along with other of the 
so-called basic industries, applied to the Commission for a gen- 
eral reduction in rates, based on the premise that, because of 
great liquidation in the value of our commodities, the transpor- 
tation was worth considerably less to these shippers, and on 
the further premise that the rates complained of were so high 
as to constitute an effective bar to the movement via rail of 
these commodities. At that time the general level of lumber 
rates was the same as was in effect in the boom years, while 
the best prices we were able to obtain for our product reached 
an average of about 40 per cent below the price levels of the 
boom years. The railroads were then getting the benefit of 
this below-cost basis of prices. Today, under the NRA, our 
prices are still below the level of the boom years, but our rates 
remain on the level of these years. If the railroads may main- 
tain the same high level of rates when the prices for their ne- 
cessities are far below normal, where is the justice in their 
view that increased rates are in order, when the users of trans- 
portation services “get a break” through the return of their 
price levels to something nearer normal? 

Judge Fletcher’s memorandum is clear evidence of poor 
sportsmanship on the part of the railroads if his memorandum 
does reflect the view of the majority of the railroads. 

Chas. S. Baxter, Traffic Manager, 
W. P. Brown and Sons Lumber Co. 
Louisville, Ky., March 27, 1934. 


GOVERNMENT OWNERSHIP 


Editor The Traffic World: 

I feel sure that space in your great publication is entirely 
too valuable for us to use to discuss government vs. private 
ownership; however, I would like to say a few words in answer 
to B. E. Olsen’s comment on my letter on that subject published 
by you March 17. 

In the first place, he challenges what I said about the effi- 
ciency of the postal department, I want to reiterate that word, 
“efficiency;” however, of course, I did not mean the air mail 
was so operated and no doubt the deficit he mentions (if there 
is one at the end of this fiscal year) will be caused by the air 
mail subsidies which were allowed under a former administration 
and not under the present Roosevelt administration and which 
have been eliminated. 

In regard to the third paragraph of Mr. Olsen’s letter, I 
am quite sure that the government would keep in its employ 
all loyal and efficient railroad workers from the president on 
down to the track workers, so, in that case I would still have 
the same faithful employe to deal with as I have had in the 
past; of course, if any employes were found to be inefficient and 
unfaithful they would, no doubt, be replaced. 

Now, I have tried to answer Mr. Olsen, but since Mr. Olsen 
did not identify himself, it might be interesting to know who 
he works for or what interest he represents. 

Cc. W. Harris, Traffic Manager, 
Burrus Mill & Elevator Co. 
Ft. Worth, Tex., March 26, 1934. 


Mr. Olsen is traffic manager of the McCall Company, and is well 
known in traffic club work—Editor The Traffic World. 


RATES AND PUBLIC INTEREST 


Editor The Traffic World: 

According to Cyrus P. Phinney, who is an investor in trans- 
portation systems and development, the public has a direct in- 
terest in transportation and regulation of public service indus- 








tries which is primarily for the protection of the public. Com- 
missions composed of honest, able, intelligent men are trying to 
regulate rail, water, and truck transportation in the public 
interest. These commissions, however, have wandered far afield 
in their efforts to regulate. In several recent decisions in rail- 
road rate cases the railroads have been permitted to exercise 
their managerial discretion in the publishing of extremely low 
rates to meet truck competition, and in defending this position 
say: “Certainly these low rates are in the public interest.” 

Profitable business conditions can exist only with favorable 
basic relationships; unprofitable business conditions are the 
unavoidable results of unfavorable relationship. Low rates may 
be so low as to play an important part in creating unfavorable 
relationships, because the basic relationships in any industry 
are those lying between prices or rates, wages and profits. 

These relationships, definitely affect the public. Just how 
the public is affected and interested is extremely difficult to see 
clearly if we regard the public as a unit. If, however, we divide 
the public into its component parts and deal with each part 
separately the problem is simplified. 

Speaking in economic terms, there are four classes of per- 
sons directly interested in the railroads: 


1. The producers from whom the railroads purchase their ma- 
terials and supplies. 
The consumers to whom the railroads sell their services. 
3. The employes or wage earners engaged in operating the 
railroads. 
. The investors who supply the capital to the railroads through 
loans and stock investments. 


Prices, wages, and profits express the relationships exist- 
ing between these classes of persons interested in the railroads 
and it is “in the public interest’ only when these relationships 
are economically sound. 

Prices express the relationships between the producers and 
consumers. The prices paid for materials and supplies and the 
prices or rates received for transportation service establish the 
gross margin or spread between the markets within which the 
industry has to operate, pay costs, and realize profits. This 
margin must exist and, if low rates reduce it to an unhealthy 
minimum or destroy it entirely they are not in the interest of 
the producer and consumer portion of the public. 


Wages are the share the workers receive from the sale of 
transportation service and have to come out of the gross margin 
or spread existing between cost of service and selling price or 
rates. Low rates reduce the spread and reducing the spread 
always lowers wages. Low rates are, therefore, not in the inter- 
est of the wage earner—a very substantial portion of the public. 

Profits are the share of the rates received for service that 
goes to the investors compensating them for the use of their 
capital. If rates are so low as to offer a small or no return on 
capital invested, then such low rates are not in the interest of 
the investing public. 


Low rates are not in the public interest. The public, like 
the individual, is interested in reasonable rates and is still more 
interested in nondiscriminatory rates—in rates that enable the 
railroads to render the shipper a high degree of service. 

Public regulating bodies find it is easy and tempting to go 
too far in the reduction of rates. This temptation to go too 
far in reducing rates is strong in weak commissions, because 
such a policy is popular. The temptation is strong even with 
strong commissions, because it is difficult to prove any individual 
rate is unremunerative. The fact that the class I railroads fell 
some two hundred million dollars short of earning their fixed 
charges last year should lead the commissions to believe that 
extremely low rates are not in the railroads’ interest and that, 
perhaps, it has permitted the publication of some rates designed 
only to stifle competition. 

Sidney J. Beer. 


Los Angeles, Calif., March 26, 1934. 


WEST TEXAS TRUCK CARRIERS 
Truck operators of West Texas have formed the West Texas 
Common Carriers’ Association. Its main purposes are to bring 
about a close observation of the rules of the motor transporta- 
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tion division of the state commission and to carry out the fed- 
eral code of fair’ practices. 

J. Li. Pate, traffic and claim agent of the DeShong Motor 
Freight Lines, Amarillo, was elected president. D. G. Dalby, 
Amarillo, is vice- president, and Mrs. Elsie Bassett, also of 
Amarillo, is secretary-treasurer. Directors are J. F. Reynolds, 
Pampa; R. I. Duke, Clovis; Pete DeShong, Amarillo; R. J. Brown, 
Perryton, and L. R. Dick, Borger. 

President Pate said the association had members in 33 
truck lines operating in West Texas and eastern New Mexico. 
He explained that the association was composed only of truck 
operators and was strong in its support for NRA. 





IMPROVEMENT OF HIGHWAYS 


Progress made on emergency construction of public works 
highways to March 24 under the supervision of the U. S. Bureau 
of Public Roads showed a total of 6,742 projects, estimated to 
cost $339,637,000, had been advertised for contract, begun by 
day labor employed directly by the highway authorities, or com- 
pleted. The cost of the day labor projects included in the above 
is estimated at $23,887,000. 

Of the 5,997 projects awarded for construction, 3,948 were 
under construction on March 24, 825 were completed. The work 
under construction, which is estimated to cost $233,477,000, was 
giving regular employment to 121,056 men. 

In the whole country, work under way and completed in- 
volved 79.4 per cent of the $400,000,000 provided for public works 
highways under section 204 of the national industrial recovery 
act. 


TRUCKING CODE ACTION 


By special administrative order signed by Administrator 
Hugh S. Johnson the effective date of the code of fair com- 
petition for the trucking industry has been set as of March 30, 
1934. 

When President Roosevelt approved the code February 10 
the effective date was fixed for February 25. 

Registration, filing of rates and other matters having a time 
element, accordingly, have been set forward from March 30 to 
conform to the periods specified in the code, according to advices 
sent members of the American Trucking Associations, Inc., by 
Ted V. Rodgers, president. Those who register by April 29 
can vote in code authority elections. 

Article VII of the code—rates and tariffs—must be complied 
with within 45 days after the effective date. 

“While the delay occasioned to date has been most trying 
on the members of the National Code Authority and, no doubt, 
has had a similar effect on members in the field, it has been 
impossible to move matters pertaining to the code any faster 
at this stage of the proceedings,” said Mr. Rodgers. 

Putting the machinery of the code for this industry into 
motion has been a gigantic task. Numerous interpretations and 
resolutions had to be approved by the NRA, and ours is only one 
of 360 codes being administered, in addition to the many more 
pending before the administration. 

“The single question of approval of the registration and 
exemption forms consumed days and nights of discussion on the 
part of members of the National Code Authority with repre- 
sentatives of the NRA. The question of code cost and registra- 
tion fees involved considerable debate and had to be based on a 
carefully drawn budget, giving an estimate, as nearly accurate 
as possible, of the probable cost of administering the code. The 
insignia to be issued to every registrant also was a subject of 
much scrutiny on the part of the administration. A committee 
of the National Code Authority has worked for weeks drafting 
and redrafting designs for insignia. 

“Added to these problems, the National Recovery Adminis- 
tration held meetings in Washington during the month of mem- 
bers of all code authorities, as a result of which the administra- 
tion undoubtedly altered some of its views to conform with the 
ideas advanced. This, and other problems affecting all codes 
which engaged the attention of the administration, tended to 
slow up action on the trucking code. 

“Now we are ready to go. Within a week, we expect to 
have registration forms to you, or on the way, so that com- 
pliance with the code may proceed. 

“Moreover, we expect early approval of State Code Authority 
members not yet approved by the NRA.” 

The extension of the effective date of the code, according to 
an announcement made by the NRA, was made because of in- 
ability of the Code Authority of the Trucking Industry to effect 
the creation of state code authorities within the time specified 
in the code because of “a failure to bring about the registration 
of all truck owners within a stated period.” 

In granting the application of the Code Authority for exten- 
sion of the time limit, Administrator Johnson stated that it 
appeared such modification should be made because of the com 
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plexity and size of the industry. The limitations now fixed by 
the administrator are the same as those set in the code but 
shall be computed from March 30 instead of from the effective 
date of the code. 

A further modification requested by the Code Authority, 
and granted by the administrator, is to order added to the provi- 
sions relating to registration, the following: “such vehicles, when 
also subject to any other code, shall be registered under this 
code, by the person or other form of enterprise controling the 
operation thereof, who shall also furnish reports and pay equit- 
able assessments under the code based on the cost incident to 
registration and reports, all as may be approved by the admin- 
istrator.” 

Administrator Johnson has announced the appointment of 
Charles P. Clark, of Washington, D. C., as administration mem- 
ber of the code authorities for the trucking industry and the 
motor bus industry. Mr. Clark supervised the operation of the 
army medical service truck trains and motor transportation in 
the world war and until recently was general manager of the 
American Automobile Association. He succeeds E. E. Hughes, 
resigned. 

J. Rowland Bibbins, of Washington, D. C., has been ap- 
pointed administration member of the Code Authority for the 
Trucking Industry. He has specialized in highway and traffic 
development and has specialized in independent consulting 
engineering work. 


TRUCKS AND MERCHANDISE REPORT 


Though construing the Turney merchandise report issued 
by Coordinator Eastman (see Traffic World, March 24, p. 557) 
as an “indictment of the deficiencies of rail transportation and 
a testimonial to the superiority of highway transportation in the 
handling of less than carload shipments,” the American Truck- 
ing Associations, in a statement, asserted that the report “points 
the way to the eventual absorption and domination of trucking 
facilities by the railroads.” 

“Never in the history of the road-rail controversy has such 
an arraignment of the deficiencies of the rails been delivered 
by such eminent authority,” said the association. 

“While the report points out definitely the advantages of 
truck transportation over rail service, it points the way to the 
eventual absorption and domination of trucking facilities by the 
railroads. In fact, the railroads are chided for their lack of 
foresight, their failure to keep pace with the needs of modern 
industry—the gap occupied by motor transportation—and they 
are urged to revise their L. C. L. methods so that they may re- 
gain the traffic that has been diverted to trucks. The purport 
of Mr. Eastman’s exhortation clearly is that transportation is a 
railroad function; that, whether services are performed by rail 
or highway, they should be coordinated under the control of the 
railroads. 

“And yet Mr. Eastman would turn over to rail management 
the control of the facility that has provided transportation flexi- 
bility and place it in a straitjacket of rules, regulations and prac- 
tices from which the shipping public has definitely revolted. 
The plan logically and unmistakably leads to the gradual elimi- 
nation of independent trucking lines. It means railroad control 
of all land transportation services.’ 


EXPRESS AND WESTERN UNION 


Express packages are now being accepted at local Western 
Union telegraph offices or, on call by telephone or call box sig- 
nal, will be picked up by telegraph messengers, as a result of 
a combination of services consummated between the Railway 
Express Agency and the telegraph company. The principal ob- 
jective sought is to make the nation-wide transportation facili- 
ties of the Railway Express system more readily available to 
the public, it is stated. This is being accomplished by estab- 
lishing branch express receiving stations at Western Union 
offices, so located as to provide the maximum of public conveni- 
ence and accessibility. Selected telegraph offices in cities and 
towns where the express company maintains collection and 
delivery service are being equipped for the receiving of ship- 
ments. 

Telegraph messengers can be summoned by telephone to 
private homes and offices to pick up packages up to 20 pounds 
in weight and $250 in value. They are authorized to take ship- 
ments for forwarding by rail or air express service; to accept 
them with charges prepaid or collect and to give receipts. There 
will be no extra charge for messenger service. This added con- 
venience to the public for forwarding packages will not curtail 
the regular vehicle service of the express company. 


PROTESTED OIL RATES 
The Secretary of Commerce has refused to suspend Item No. 
2610 of the Calmar Steamship Corporation’s westbound class 
and commodity No. 1, S. B.-1, dated to become effective April 1 
(see Traffic World, March 24, p. 572). 
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OCEAN SHIPPING DEVELOPMENTS 


The Traffic World New York Bureau 


D. HARRINGTON, secretary of the East Coast Colombian 

Lines’ Conference, announces the receipt of advices from the 
collector of customs at Baranquilla that, in accordance with the 
customs law No. 79, of 1931, supplementary manifests will no 
longer be accepted by the Custom House under any circum- 
stances. Therefore, all cargo delivered to steamer lines’ piers 
for Puerto Colombia and Cartagena and loaded into steamers, 
for which the shippers have not presented bills of lading and 
consular invoices, properly certified, to the steamer lines twenty- 
four hours prior to the scheduled hour of sailing must be re- 
tained on board and returned to New York at shippers’ expense 
and risk. ; 

A meeting of the Foreign Commerce Club of New York, to 
be known as Port of New York Night and to initiate a move- 
ment to map out a definite plan of port publicity and develop- 
ment in order to defeat inroads on the waterborne commerce of 
the Port of New York, will be held at the Hotel Astor April 
18, according to an announcement by David T. Lamond, presi- 
dent of the club. Mayor LaGuardia, of New York, will be the 
speaker and in view of his expressed interest in the port it is 
believed that he will have definite suggestions for advancing 
its prestige. 

Some improvement has been noted in the full cargo trades 
in the last week, particularly the West Indies time charter 
division, Which was more active than for some time. A grain 
fixture was consummated, the first in about two weeks, and 
there were a few transantlantic sugar cargoes and one coal 
fixture. 

The grain fixture was a 2,468 net ton vessel from Halifax to 
the United Kingdom at 1s 9d for prompt loading. 

Among the transatlantic sugar fixtures was a 7,000-ton 
steamer from three ports in Cuba to United Kingdom-Continent 
on the basis of 13s 3d for loading the first half of April. 

In addition to the improvement in the West Indies time 
charter trade, several vessels were taken for the Canadian trade, 
but long voyage charters were lacking. 

The coal fixture was a 3,689-net ton steamer from Hampton 
Roads to Rio de Janeiro, done at about 9s 6d for April. 

Another scrap iron cargo was fixed, a 2,668-ton motorship 
from the South Atlantic range to the Far East on the basis 
of 10s 6d for one port of discharge, 11s if two ports, f. i. o. for 
April loading. 

The list of tanker fixtures was long, including a number 
of fixtures of both clean and dirty cargoes from the Gulf. Among 
the dirty vessels fixed from the Gulf were a 5,621-net ton motor- 
ship for Buenos Aires, three voyages at 13s 6d, May loading; a 
4,349-net ton steamer for three voyages to United Kingdom- 
Continent at 9s 6d for April-May, and a 10,000-ton motorship to 
Fiume at 11s for April. Clean cargoes included one of 10,000 
tons from the Gulf to United Kingdom-Continent at 9s 6d for 
April, and another in the same direction, 9,000 tons, at 9s 3d 
for April. A 3,830-net motorship took a dirty cargo from Cali- 
fornia to Spain at 18s for May loading. 


SHIPPING INDUSTRY CODE 


Minimum rate provisions of the proposed shipping code 
were defended by NRA Deputy Administrator Joseph B. Weaver 
in an address March 29 before the Propeller Club at New York 
City. 

Asserting that subsidies alone would not place the shipping 
industry on a healthy basis, Mr. Weaver said cutthroat competi- 
tion must be eliminated and rates must be stabilized. He in- 
cluded rate-cutting by railroads to meet water competition. 

The speaker said the code covered the entire subject of 
water transportation—vessels operating on the high seas, in 
coastwise service and intercoastal service, as well as on inland 
waters and the Great Lakes. 

“This industry,” said he, “like all other endeavors, is suffer- 
ing from lack of volume of business, cutthroat competition and 
all the other diseases which afflict our industrial life.” 

Mr. Weaver said that, in foreign commerce, our merchant 
marine was our ultimate protection against unfair rates and 
practices on the part of foreign competitors. Continuing, he 
said, in part: 
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In the shipping industry, I venture to say there will be found 
more units operating under a subnormal condition than in any other 
industry and it is impossible at the present time for these units to 
employ labor under wages and working conditions that are in ac- 
cordance with our American standards and to operate on a firm busi- 
ness basis by establishing reserves for depreciation, let alone a rea- 
sonable rate for capital invested in the enterprise. 

This condition has been brought about by destructive competition 
and rate cutting in the industry itself and in the inland transporta- 
tion by the establishment of rates by the railroads, which, if allowed 
to continue, will result in the total collapse of our inland water- 
way transportation systems. These systems flourished early in the 
history of the United States but collapsed as a result of railroad com- 
petition. With the development of our rivers and the construction of 
canals it has again partialy come into its own but again we see his- 
tory repeating itself and we find rates established by the railroads 
which almost indicate a determination on their part to eliminate this 
competition. 

At a recent hearing for one of the inland waterway codes, the 
chairman noticed, when looking over those present, that there were 
several railroad men in the group. The chairman asked ‘‘Why?’’ The 
railroad men replied that they were there as consumers. ‘‘Consumers 
of what,’’ demanded the chairman, “inland waterway operators?’ 

The fair code for the shipping industry covers the operation of 
all elements of water-borne commerce of the United States under all 
flags, including service vessels, such as towboats, lighters, barges, 
ferries and all similar vessels and contracting stevedores and such 
other maritime operations as may be determined by the Administrator 
irrespective of ownership. The proposed code is, therefore, applicable 
to common carriers, contract carriers and private carriers. 

It is in the nature of a master code, which sets up the organiza- 
tion structure for divisional and subdivisional codes which will be de- 
veloped in accordance with the grouping set forth therein, and which 
will be supplemental thereto. 

The proposed code, when finally approved, will make operative im- 
mediately the labor and unfair trade practice provisions, Provisions 
referring to the establishment of minimum charges are only outlined 
in the proposed code and minimum tariff rates will not be determined 
until such time as the divisional and subdivisional codes are approved 
and signed. Methods of code government, code authority election, 
assessments on the industry, and so forth, are provided for the di- 
visions and subdivisions. The general unfair practice provisions 
which are applicable to the Industry as a whole will be further am- 
plified in divisional and subdivisional codes, 

The proposed code specifically states that nothing in this code or 
divisional or subdivisional codes shall invalidate treaties. 

In view of the wide scope of the proposed code, it is necessarily 
extremely elastic and flexible in order that the divisional or subdivi- 
sional codes may be developed in detail to best suit trade and local 
conditions without undue restraint imposed by the general code. 

It specifically provides the method of voting which will obtain in 
the divisional or subdivisional codes covering trades in which there 
are foreign members of the industry. The proposed method does not 
give control to predominant American or foreign interests, but pro- 
vides for an equality of representation. In case of failure to agree, 
the final decision is vested with the Administrator. 


Minimum Rates 


It provides that the divisional and subdivisional codes may set 
up minimum tariff rates for the services rendered by the members 
of the industry in the divisions and subdivisions, which rates will be 
reviewed by the Shipping Board Bureau or by the Interstate Com- 
merce Commission, or both. 


The establishment of such minimum tariff rates is fundamental 
if the purposes desired in establishing codes for the industry are to 
be accomplished. 

As a result of destructive and wasteful competition, both in the 
domestic and foreign trades and from within and without the indus- 
try, practically all of the units in the industry are operating at a 
loss. The very existence of the industry is thereby endangered. 
Wages have been reduced beyond reasonable limits and are highly 
unstable. Excessively long hours have become prevalent and there 
is substantial unemployment. 

In the foreign trade habitual and drastic rate cutting below 
rates established by conferences, duly approved by the Shipping 
Board Bureau, causes both American and foreign flag lines operating 
under conference agreements severe loss in revenue, which, if con- 
tinued, may cause many American flag lines to discontinue their 
service. 

Only a control of the minimum tariff rates, together with stabil- 
ization of labor costs, will cure the destructive conditions. 

In transportation, the public interest requires that common car- 
rier service be regularly maintained and open to all shippers on equal 
terms. The establishment of minimum charges for services. will 
not eliminate the contract or private carriers, but will control this 
class of transportation in so far as it encroaches upon the legitimate 
sphere of the common carrier. There is much bulk traffic, such as 
coal, iron ore, phosphate rock, crude oil and so forth, which should 
not be seriously disturbed, but it is definitely in the public’s interest 
to prevent the contract or private carrier reducing charges to levels 
which threaten the common carrier service. ‘ 

The majority of shippers undoubtedly would prefer stability in 
rates, uniform charges to all shippers, and freedom from sudden 
fluctuations to unreasonably low rates which have existed in the 
past brought by the chaotic condition of the industry. The small 
shipper, in particular, will be helped, as he will then be on the same 
basis as the larger shipper, who, on account of volume of business, 
has been able to secure preferential rates. 

The proposed code outlines 9 workable, feasible method of mak- 
ing exceptions to minimum ra.es in cases of emergency. These 


exceptions can be made effective immediately and should greatly 
facilitate the securing of export business in specific cases where low 
freight rates are necessary to meet competition of foreign producers. 
It is highly probable that special rates may be determined in cases 
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where it is desirable to encourage the introduction of new business 
in foreign export, 

The shipper will have all the protection offered under existing 
laws for the review by the Shipping Board Bureau and/or Inter- 
state Commerce Commission if rates seem unreasonable by follow- 
ing the procedure now in operation. The procedure outlined in the 
proposed code should not result in any delay greater than now ex- 
perienced in the review, study and correction of rates, rules and 
regulations. 

The proposed code contemplates the appointment of one admin- 
istrative representative in the Ports of New York, New Orleans, 
Chicago and San Francisco, and such other ports as may later 
become necessary. These administrative representatives will sit on 
all code authorities which focus at the port in question, and will 
develop uniformity of policy, expedite action and assist in the settle- 
ment of questions which will arise. This should result in an intelli- 
gent and expeditious administration of the divisional and subdivisional 
codes, 

Divisional labor boards and a National Labor Board will be es- 
tablished with equal representation of employers and employes for 
the conciliation of labor disputes. Harmonious and effective co- 
operation between them should result. The proposed code is designed 
to provide the ge 

1. Stability of minimum wages, maximum hours and other work- 
ing conditions. 

2. Establishment of minimum charges for services rendered at 
reasonable levels. 

3 Flexibility in the reduction of minimum tariff rates in cases 
of emergency. ane ae 

4. Sufficient local autonomy in the divisions and subdivisions 
to enable the industry to efficiently and effectively provide for self- 
regulation, 

5. Cooperation between the Administration and the _ Shipping 
Board Bureau of the Department of Commerce, and the Interstate 
Commerce Commission. . : 

6. Machinery for the adjustment of complaints arising under 
the operations of the proposed general code and the divisional and 
subdivisional codes supplemental thereto. 3 wy 
. Machinery within the industry for the conciliation of labor 
disputes, first by divisional boards and then by a national board. 

8. Protection against monopolies or monopolistic practices or the 
elimination or oppression of small enterprises. 


Copies of the proposed code in its present form will be 
ready shortly for distribution. 

The NRA announced that any objection to the proposed 
general shipping code must be filed with Deputy Administrator 
Weaver prior to noon, April 14. 


WATER CARRIER AGREEMENTS 


The following agreements, and modifications and cancella- 
tion of agreements, filed in compliance with section 15 of the 
shipping act, 1916, as amended, have been approved by the 
Department of Commerce: 


2841—Between Pacific Coast Direct Line, Inc., and Dollar Steam- 
ship Lines, Inc., Ltd.: Provides for the transportation of cargo on 
through bills of lading from U. S. Atlantic Coast ports to Japan, 
China, Philippine Islands and the Straits Settlements, with trans- 
shipment at Los Angeles Harbor or San Francisco. 

2848—Between Cosulich Societa Triestina di Navigazione (Cosulich 
Line) and Compagnie Generale de Navigation a Vapeur (Fabre Line): 
Provides for the maintenance of uniform rates for transportation of 
passengers, apportionment of passenger traffic, and maintenance of 
specified minimum number of sailings between New York, Boston, or 
Providence and Lisbon and the Azores. 

2846—Between Compagnie Generale de Navigation a Vapeur (Fabre 
Line), Compania Espanola de Navegacion Maritima S. A. (Gardiaz 
Line), Cosulich, Societa Triestina di Navigazione (Cosulich Line), 
Dollar Steamship Lines, Inc., Ltd. (Dollar Line), the Export Steam- 
ship Corporation (American Export Lines), Italia-Flotte Riunite Co- 
sulich, Lloyd Sabaudo, Navigazione Generale (Italia Line), and Navi- 
gazione Libera Triestina: Provides for maintenance of agreed freight 
rates for the transportation of cargo from west coast of Italy and 
Sicilian ports to North Atlantic ports of the United States. 

2850—Between American Line Steamship Corporation (Panama 
Pacific Line) and N. V. Nederlandsch Amerikaansche Stoomvaart 
Maatschappij (Holland-America Line): Covers booking and through 
transportation of passengers from Rotterdam Boulogne S/M and 
Southampton to San Diego, Los Angeles Harbor, and San Francisco, 
with interchange at New York. 

2857—Between (Grace Line) Panama Mail Steamship Company 
and American Line Steamship Corporation and the Atlantic Trans- 
port Company of West Virginia (Panama Pacific Line): Agree- 
ment to alternate sailings and maintain specified minimum fares 
for transportation of paSsengers in the New York-San Francisco 
trade. Also specifies the minimum first-class fare to be charged 
by Panama Pacific Line between New York and Panama Canal ports. 
Freight traffic, westbound and eastbound, is to be solicited for the 
joint account of both carriers. 


Modifications Approved 


128-21—Between member lines of the Atlantic Conference (Anchor 
Line et al.): Modifies Conference Agreement No. 128 by providing 
that the granting by individual lines of reductions up to 20 per cent 
from their one-way or round-trip rates to competitors in and officials 
of the 1936 Olympic Games, and to the wives and dependent children 
of. such competitors and officials, will not be considered a violation 
of their conference agreement. The reductions may be granted during 
the off-season periods of the year 1936. 
2743-1—Between Colombian Steamship Co., Inc. (Grace Line), 
Grace Line, Inc. (Grace Line), Panama Mail Steamship Co., Lykes 
Bros. —— Company, Inc., Standard Fruit & Steamship Com- 
pany, and United Fruit Company (Steamship Service): Modifies 
Agreement No. 2743 to cover cargo transshipped at Cristobal as well 
as direct shipments; specifies division of through rates between 
member lines on transshipment cargo and een for fixing by the 
conference of divisions of through rates when cargo is transshipped 
at Cristobal to non-conference carriers. The modification also pro- 
vides that any carrier operating a direct or transshipment service 
is eligible for membership. 
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2744-1—Between Colombian aeenaengy J Co., Inc., (Grace Line), 
Grace Line, Inc. (Grace Line), Panama Mail Steamship Co., Lykes 
Bros. Steamship Company, Inc., Standard Fruit & Steamship Com- 
pany, and United Fruit Company (Steamship Service): Modifies 
Agreement No. 2744 to cover cargo transshipped at Cristobal as 
well as direct shipments; specifies division of through rates between 
member lines on trasshipment cargo and provides for fixing by the 
conference of divisions of through rates when cargo is transshipped 
at Cristobal to non-conference carriers. The modification also pro- 
vides that any carrier operating a direct or transshipment service is 
eligible for membership. 


Agreement Canceled 


387-C—Between the Royal Netherlands Steamship Company and 
Furness Withy & Company, Ltd.: Cancels Agreement No. 387, as 
amended, between the named carriers. Said cancellation to be effec- 
tive August 1, 1934. 


INTRACOASTAL CANAL 


Private operators on the Intracoastal Canal will be per- 
mitted to demonstrate their ability to meet traffic demands with- 
out competition from the Inland Waterways Corporation, said 
Major-General Thomas Q. Ashburn, corporation president, at New 
Orleans. He said, however, that the federal barge lines would 
step in if necessary. He was in New Orleans to attend the 
dedication March 26 of the Harvey lock, connecting the canal 
with the Mississippi river at New Orleans. “There are two or 
three private lines operating on the canal,” said he, “and the 
Mississippi Valley Barge Line Company has applied for a cer- 
tificate of convenience and necessity in order to operate on the 
waterway. If these lines can make a go of it, we will not go 
into the field. If they can’t then we will goin. Our policy will 
be to try out private operation and if we find out that private 
operators are encountering handicaps which they cannot over- 
come, then we will go in and straighten things out so they can 
operate. This Intracoastal Canal offers the first opportunity 
since the creation of the Inland Waterways Corporation for us to 
see if the private operators can make a go for themselves of an 
entire waterway.” 

The dedication of the Harvey lock, named for Captain 
Horace H. Harvey, whose family built and operated a smaller 
waterway connecting the Mississippi and Bayou Lafourche now 
absorbed by the larger channel, was attended by many notables 
including Major General E, M. Markham, chief U. S. Army engi- 
neer corps. The dedication and subsequent banquet tendered 
by 700 business men of Louisiana and Texas in honor of the 
Army engineering corps marked the completion of the 272-mile 
stretch between the Mississippi and Sabine rivers. The banquet 
was also attended by Major General Johnson Hagood, com- 
mander of the Third Field Army, and Brig.-General Harley B. 
Ferguson, president of the Mississippi River Commission. 


USE OF AMERICAN SHIPS 


President Roosevelt has signed a joint resolution (H. J. 
Res. 207) adopted by Congress requiring agricultural or other 
products to be shipped in vessels of the United States where 
the Reconstruction Finance Corporation or any other instru- 
mentality of the government finances the exporting of such 
products. 


RIVERS AND HARBORS BILL 


Chairman Mansfield, of the House committee on rivers and 
harbors, has introduced a river and harbor authorization bill 
which the committee is expected to report favorably next week. 
It authorizes projects estimated to cost approximately $154,000,- 
000, including a canal system from Oswego to the Hudson River 
and $37,000,000 for canalization of the Beaver and Mahoning 
rivers to provide a 12-foot channel to the Youngstown steel 
district. 


IMPROVEMENT OF WATERWAYS 


Expenditure of additional federal funds on the Cape Cod 
Canal which was bought from private interests by the United 
States several years ago has been authorized by Secretary of 
War Dern. He has approved an allotment of $125,000 for dredg- 
ing to complete widening of the channel to a depth of 25 feet 
at mean low water, from a point about 7,500 feet westerly from 
Sagamore Bridge to about 2,000 feet westerly of the railroad 
bridge. The War Department said commercial traffic in the 
canal in 1932 amounted to 2,509,319 tons, valued at $105,615,704, 
and that, in addition, nearly 200,000 passengers were carried. 

An allotment of $30,000 for completing survey investigations 
of the Susquehanna River, Md., Pa., and N. Y., has been ap- 
proved. For maintenance work on the Mississippi River between 
Illinois River and Minneapolis an allotment of $120,000 has been 
made. For similar work on the Missouri River, Hermann to 
the mouth, an allotment of $50,000 has been made. 

Secretary of War Dern has approved an allotment of $33,- 
729.63 for the Sacramento River, the San Joaquin River, expenses 
of the California Debris Commission, Mokelumne River, and 
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examinations, surveys and contingencies recommended by the 
district engineer at Sacramento and the division engineer, 
Pacific division. An allotment of $147,000 has been approved 
for extension of the upper guard wall at Lock No. 4, Charleroi, 
Pa., on the Monongahela River. 

The PWA has announced the allotment of $30,000 for the 
deepening of the channel of the Mermentau River and harbor, 
La., the allotment being made to the War Department corps of 
engineers. 

An allotment of $320,000 for maintenance work on the Mis- 
souri River from Kansas City to the mouth has been approved 
by Secretary Dern. An allotment of $30,000 for maintenance 
dredging in the waterway from Charleston to Beaufort, S. C., 
has been approved. 


AIR MAIL ACTION 
The Trafic World Washington Bureau 


Expectation that the Administration might undo in part 
what it did when Postmaster General Farley annulled the air 
mail contracts by allowing the “annulled” contractors to submit 
bids for carrying the mail was not realized March 28 when Mr. 
Farley announced that temporary contracts with commercial 
aviation companies would be made within the next three weeks 
but that the air lines whose contracts had been annulled were 
barred as bidders. 

“Who will submit bids?” was the question asked at the 
Post Office Department when the Postmaster General’s statement 
was made public. 

The statement issued by Mr. Farley was in effect a reitera- 
tion of the Administration position that it would not deal with 
anyone identified with the matters leading up to the awarding 
of the contracts that were annulled recently. 

The Post Office Department’s advertisement for temporary 
air mail service proposals stated that the concerns whose con- 
tracts had been annulled “are disqualified by law to contract 
for carrying the mail for five years after the annulment of the 
contract.” In his statement Mr. Farley said: 


Advertisements for bids will be sent out by the Post Office De- 
partment within the next day or two and will call for bids to be sub- 
mitted within a period of fifteen days. Successful bidders will be re- 
quired to start operations within thirty days after obtaining contracts. 

The temporary contracts will be made for a period of three 
months with the right of the Post Office Department to extend such 
contracts for one or two three-months’ periods or such portion of such 
extended periods as the Postmaster General may deem advisable. 

Bids will be invited under the existing law which authorizes the 
Postmaster General to make temporary contracts for carrying the 
mails. The advertisement will specify the routes upon which bids 
will be asked and, under the law, the bidders will not be permitted to 
bid a higher rate than was being paid for air mail service over the 
routes when the air mail contracts were cancelled. 

_. Each bid must be accompanied by a certificate showing that the 
bidder is complying with the Executive Order of the President with 
reference to the NRA Code applying to his industry. 

No air mail company whose contract has been annulled for fraud 
and collusion may bid for a temporary contract and no company will 
be eligible to bid which has as any of its officers or directors any 
person who has entered into or proposed to enter into any combination 
to prevent the making of competitive bids for carrying the mails, or 
who has made any agreement, or given or performed, or promised to 
give or perform any consideration whatever to induce any other per- 
son not to bid for any other mail contract. 

Bidders will be required to comply with the requirements of the 
Department of Commerce with reference to certificates of authority to 
operate airplanes and the Postmaster General, in consultation with 
the Secretary of Commerce, will specify the speed, the load capacity 
and the safety devices and safety appliances of airplanes to be used in 
carrying the mails. 

A satisfactory bid-bond will be required of all bidders and suc- 
— bidders will be required to give a satisfactory performance- 

ond. 

It is contemplated that Congress will very shortly pass a perma- 
nent air mail law and when this is done the Post Office Department 
will advertise for bids for permanent contracts, such contracts to be- 
come effective upon the expiration of the temporary contracts. 


Air Mail Routes 


The Post Office Department will first ask for bids for temporary 
service over the following routes: 

Newark N. J., via Cleveland, Ohio, Toledo, Ohio, Chicago, II1., 
Moline, Ill., Iowa City, Iowa, Des Moines, Iowa, Omaha, Nebr., Lin- 
coln, Nebr., Grand Island, Nebr., North Platte, Nebr., Cheyenne, Wyo., 
Denver, Col., Rock Springs, Wyo., Salt Lake City, Utah, Elko, Nev., 
Reno, Nev., Sacramento, Cal., San Francisco, Cal., to Oakland, Cal., 
approximately 2,900 miles. 

Newark, N. J., via Philadelphia, Harrisburg, Pa., Pittsburgh, Pa., 
Columbus, Ohio, Indianapolis, Ind., Terre Haute, Ind., St. Louis, Mo., 
Kansas City, Mo., Wichita, Kansas, Amarillo, Texas, Albuquerque, 
— Mex., Winslow, Ariz., to Los Angeles, Cal., approximately 2,600 
miles. 

Newark, N. J., Philadelphia, Pa., Baltimore, Md., Washington, D. 
C., ‘Richmond, Va., Raleigh, N. C., Florence, S. C., Charleston, S C., 
Savannah, Ga., Jacksonville, Fla., Daytona Beach, Fla., to Miami, 
Fla., approximately 1,200 miles. 

Seattle via Tacoma, Wash., Portland, Ore., Medford, Ore., Sacra- 
mento, Cal., Oakland, Cal., San Francisco, Cal., Fresno, Cal., Bakers- 
nas. Cal., Los Angeles, Cal., to San Diego, Cal., approximately 1,224 
miles, 

Newark, N. J., Philadelphia, Pa., Washington, D. C., Richmond, 
Va., Greensboro, N. C., Charlotte, N. C., Spartanburg, S. C., Green- 
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ville, S. C., Atlanta, Ga., Birmingham, Ala., Montgomery, Ala, Mo- 
bile, Ala., to New Orleans, La. Approximately 1,300 miles. 

Washington, D. C. via Pittsburgh, Pa., Akron, Ohio, Cleveland, 
Ohio, to Detroit, Mich. Approximately 450 miles. 

Boston via Springficzld, Mass., Albany, N. Y., Utica, N. Y., Syra- 
cuse, N. Y., Rochester, N. Y., Buffalo, N. Y., Cleveland, Ohio, Colum- 
bus, Ohio, Cincinnati, Ohio, Louisville, Ky., Nashville, Tenn., Mem- 
phis, Tenn., Little Rock, Ark., Texarkana, Ark., Dallas, Texas, to Ft. 
Worth, Texas. Approximately 1,750 miles. 

Chicago, Ill., via Milwaukee, Wis., Madison, Wis., Rochester, 
Minn., Minneapolis, Minn., St. Paul, Minn., Fargo, N. D., Grand 
Forks, N. D., to Pembina, N. D. Approximately 780 miles. 

Chicago, Ill., via Indianapolis, Ind., Louisville, Ky., Nashville, 
Tenn., Chattanooga, Tenn., Atlanta, Ga., Macon, Ga., to Jacksonville, 
Fla. Approximately 760 miles. 

Chicago, Ill., via Kansas City, Mo., Wichita, Kansas, Ponca City, 
Okla., Tulsa, Okla., Oklahoma City, Okla., Ft. Worth, Texas, to Dal- 
las, Texas. Approximately 950 miles. 

Amarillo, Texas, via Wichita Falls, Texas, Ft. Worth, Texas, 
Waco, Texas, Austin, Texas, Houston, Texas, Galveston, Texas, San 
Antonio, Texas, Corpus Christi, Texas, to Brownsville, Texas. Ap- 
proximately 1,060 miles. 

Salt Lake City, Utah, via Boise, Idaho, Pendleton, Ore., Pasco, 
Wash., Spokane, Wash., Portland, Ore., Tacoma to Seattle. Ap- 
proximately 890 miles. 

Salt Lake City, Utah, via Las Vegas, Nev., Los Angeles, Cal., to 
San Diego, Cal. Approximately 780 miles. 

Salt Lake City, Utah, via Ogden, Utah, Pocatello, Idaho, Butte, 
Mont., Helena, Mont., to Great Falls, Mont. Approximately 517 miles. 

Boston via Hartford, Conn., to Newark, N. Approximately 
200 miles. 

Additional temporary service will be considered later. 


The air line companies whose air mail contracts Were an- 
nulled by Postmaster General Farley will have to effect re- 
organizations that will result in the creation of new companies 
with which officers or directors involved in the illegal awarding 
of their contracts, as alleged by the Administration, will have 
no connection, if they wish to submit bids for the transporta- 
tion of the mails, according to the Postmaster General. 


Senator Austin, of Vermont, said the Administration pro- 
posal, as announced by Mr. Farley, made permanent the de- 
struction of an industry caused by annulment of the contracts. 
Other senators said they had hoped that the carrying of the 
mail would be restored to the established lines if the officers 
who had figured in the alleged collusion in the awarding of 
contracts severed their connections with the companies. Sen- 
ator Fess, of Ohio, said the blunder of arbitrarily barring the 
former carriers was almost as great as the original action of 
annulling the contracts “on hearsay evidence without judicial 
proceedings.” 


Congress passed H. R. 7966, authorizing the Postmaster 
General to accept and use equipment, landing fields, men and 
material of the War Department for carrying the mails by air. 
This is the legislation asked for by the Administration after the 
army took over the air mail service on order of the President. 


Senator Black, chairman of the Senate mail subsidy inquiry 
committee, has proposed that, to get the question of the legality 
of the annulled air mail contracts into the courts, the govern- 
ment bring suit for damages for fraud in order that the com- 
panies may set up a plea of recoupment. He did not agree ti.at 
the companies did not now have the right to sue the govern- 
ment in the United States Court of Claims, but if they did 
not have that right he thought they should have it. 

Senator Black and Senator McKellar have introduced a 
revised air mail bill, S. 3170. 

Senator McCarran, of Nevada, member of the special Senate 
mail subsidy committee, has introduced S. 3187, a bill to provide 
for the regulation of interstate transportation of passengers, 
mail and property by aircraft within the United States. The 
bill creates the Federal Aviation Commission. The scope of 
the regulation proposed is indicated in section 1 wherein it is 
declared that, for the purposes of aiding in the development of 
commercial aviation in the United States; the regulation of 
interstate transportation of passengers, mail and property by 
aircraft on scheduled operations for hire; the issuance of cer- 
tificates of public convenience and necessity to engage in inter- 
state air commerce; the establishment and fixing of just and 
reasonable rates of payment for transportation of mail by air- 
craft, and the adoption and enforcement of such rules and regu- 
lations incident thereto, there is hereby created the Federal 
Aviation Commission. ; 


The commission would be composed of five members, to be 
appointed by the President by and with the advice and consent 
of the Senate. The commission would arbitrate disputes be- 
tween carriers and employers. Provision is made for valuation 
of carrier property, and for accounting regulations. There are 
provisions also as to consolidations, extensions and’ abandon- 
ments, regulation of security issues, and control over interlocking 
directors. 

The Senate committee on post offices and post roads was 
engaged in revising the Black-McKellar air mail bill. The com- 
mittee voted to continue a subsidy to the air mail carriers but 
at lower rates than have prevailed. 





PAGE 614 


GREAT LAKES BOARD 


The Great Lakes Regional Advisory Board held its thirty- 
seventh regular and eleventh annual meeting at the Commodore 
Perry Hotel, Toledo, March 28, with an attendance of four hun- 
dred traffic and railroad representatives from Ohio, Michigan, 
Pennsylvania and the Niagara Frontier. 

Clare B. Tefft, transportation commissioner of the Toledo 
Chamber of Commerce and president of the board, presided, and 
was reelected for another year. L. M. MacPherson, of the Ameri- 
can Seating Company, Grand Rapids, Michigan, was reelected 
vice-president. W. G. Clayton, of the Buffalo Bolt Company, N. 
Tonawanda, N. Y., was reelected chairman of the executive com- 
mittee, and Frank H. Baer, traffic commissioner of the Cleveland 
Chamber of Commerce, was reelected general secretary. 

The forecast of business, based on questionnaires from in- 
dustries in the Great Lakes territory, indicates an increase in the 
second quarter of 1934, in comparison with the same period of 
last year, and also a considerable increase over the first quarter 
of this year. In the second quarter of 1933, a total of 237,774 cars 
were actually loaded, and it is anticipated that 303,121 cars will 
be required to move the traffic in April, May and June of this 
year, an increase of 27.5 per cent. 

Reports rendered by K. A. Moore, Detroit, chairman of the 
automobile committee; H. J. Zimmerman, Akron, chairman of 
the rubber committee, and H. E. McGiveron, Lansing, chairman 
of the automobile parts committee show considerable increases, 
as well as reports from the iron and steel committee, of which 
W. M. Lorenz, of Cleveland, is chairman. Dan Desmond, traffic 
manager of the Libbey Glass Manufacturing Company, Toledo, 
reported that the glass people anticipated a continued increase 
in their business. 

Reports submitted by all committees except fruit, vegetables, 
and live stock show increases over last year and the general 
outlook for the next quarter is said to be very promising. 

The chamber of commerce report, submitted by Leonard 
V. Simms, of the Detroit Board of Commerce, was a compre- 
hensive survey of business conditions throughout the territory. 
In each of the twelve cities covered, substantial increases in 
employment were reported. Simms said that the immediate 
prospect for continued business activity was exceptionally 
bright. 

Grove Patterson, editor, Toledo Blade, delivered an address 
at the noon luncheon on the subject, “Where Do We Go from 
Here?” 

W. J. McGarry, manager, car service division, American 
Railway Association, Washington, D. C., reported on general 
transportation conditions throughout the country, and C. G. 
Bowker, vice-president, Grand Trunk, Detroit, and chairman of 
the railroad contact’ committee, reported to the board that rail- 
road conditions in its territory were in good shape. Reports 
were also made by the individual railroads as to equipment and 
service on their roads. 

W. H. Kimball, traffic manager, the Electric Smelting and 
Aluminum Company, Cleveland, made a report for the freight 
loss and damage prevention committee, as well as explained the 
enlargement of the committee to include railroad prevention 
officers. 

The NRA code of the trucking industry was discussed, and 
Frank Schmidt, administrator for Ohio, explained the code in 
detail. The so-called long-and-short-haul clause of the I. C. C. 
act was explained by F. H. Plaisted, freight traffic manager, 
Southern Pacific, Chicago. 

An exhibit of packing containers, and models was on 
display at the meeting. This was prepared in the _ in- 
terest of freight loss and damage prevention. C. L. Hil- 
leary, traffic manager, F. W. Wellworth Company, New York, 
and Edward Dahill, chief engineer, Freight Container Bu- 
reau, American Railway Association, addressed the meeting, 
explaining the exhibit. The idea of the exhibit originated with 
the Atlantic States Advisory Board and has been developed 
and built up by the Freight Container Bureau, the Railway Ex- 
press Agency, and various railroads working in cooperation with 
the board and shippers. J. E. Bryan, traffic manager, Wiscon- 
sin Paper and Pulp Manufacturers’ Traffic Association, Chicago, 
also addressed the meeting on results obtained in the paper in- 
dustry in claim prevention through cooperative efforts between 
shippers and carriers. 

A summary of the commodity committee estimates, compar- 
ing anticipated loadings the second quarter of this year with 
actual loadings the same period of last year, follows: 


———Carloads———_, 
Actual, Estimated, Increase, 
’ 1933 1934 Per Cent 
Grain, all 11,753 12,341 5.0 
Flour, meal and other mill products.... 35,454 36,518 3.0 
ome straw and alfalfa 5,381 5,462 1.5 
otton jase beewe eave 
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Citrus fruits 
Other fresh fruits 
Potatoes 
Other fresh vegetables 
Live stock 
Poultry and dairy products 
Coal and coke 
Ore and concentrates 
Gravel, sand and stone 
Salt 
Lumber and forest products............ 
Petroleum and petroleum products 
Sugar, syrup and molasses 
Iron and steel 
Machinery and boilers 
Cement 
Brick and clay products 
Lime and plaster 
Agricultural implements and _ vehicles 
other than automobiles............. 
Automobiles, trucks and parts.......... 55,236 
Fertilizer, all kinds 2, 
Paper, paperboard and prepared rfg..... 6,056 
CHeMICAIS GNA CXPIOSIVES. 2.2.0. scccccrce read 
Canned goods—all eanned food products 2,805 


237,774 


+ ONS DBONONMDH SOR Sm: Sir A: 


303,121 


*Decrease 


ATLANTIC STATES BOARD 

Competitive waste in transportation, a proposed dunnage 
allowance in connection with shipments in closed cars, and 
simplification of tariffs, are among subjects to be discussed at 
the thirty-fourth regular meeting of the Atlantic States Ship- 
pers’ Advisory Board at the Lord Baltimore Hotel, Baltimore, 
Md., April 5. They will be discussed from the floor following 
the presentation of the report of the executive committee, 
which has given consideration to them, along with other sub- 
jects. There will also be “open forum” discussion of the sec- 
ond report of Coordinator Eastman, and commodity committee 


-chairmen will present reports covering anticipated carloadings 


in the territory for the second quarter of the year. One of the 
features of the meeting will be a display of containers and 
loading and bracing devices prepared by the Freight Container 
Bureau of the American Railway Association. General trans- 
portation conditions will be reviewed by W. C. Kendall, chair- 
man of the car service division, A. R. A. 

There will be luncheon in connection with the meeting un- 
der the auspices of the Traffic Club of Baltimore. Mayor How- 
ard W. Jackson will give a brief address of welcome and there 
will be talks by G. P. Bagby, president of the Western Maryland, 
and G. H. Pouder, executive vice-president, Baltimore Associa- 
tion of Commerce. 


THE STORY OF EXPRESS COMPANIES 


The word “romance” as applied to transportation is, per- 
haps, a ’it threadbare, but that fact in itself many be the best 
testimony to be desired that there is and has been much ro- 
mance connected with the agencies of communication and 
transportation. In “Old Waybills,” just published by the D. 
Appleton-Century Company, Alvin F. Harlow tells the story of 
the express companies in this country, detailing many of the 
exciting chapters of their early history and sketching the men 
and events that made that history. The book is richly illus- 
trated with reproductions of early prints, pictures of early ex- 
press envelopes, places, and portraits. It is the third of Mr. 
Harlow’s transportation histories, following “Old Tow Paths; 
The Story of the Canal Era,” and “Old Postbags: The Story of 
the Mail Service.” Included in the more than two dozen chap- 
ters are several dealing at length with the more colorful inci- 
dents in the history of the express companies, when stage rob- 
bery was a profession and train robbery was first invented. 
Many little known facts are chronicled, such as that camels 
were imported and used on a run between Virginia City and 
Austin, Nev., in 1875. 


TEXAS CITRUS SHIPPING SEASON ENDS APRIL 5 


Shipment of citrus fruit from the Lower Rio Grande Valley 
of Texas will cease for the season on April 5, Avery S. Hoyt, the 
acting chief of the Bureau of Plant Quarantine, has announced. 
Under the Mexican fruit worm quarantine regulations, a period 
of from six to seven months without any fruit on the trees is 
maintained in Cameron, Hidalgo, and Willacy counties, in Texas, 
in order to prevent the establishment of the Mexican fruit fly, 
which occurs in Mexico and reaches the Texas citrus orchards 
from time to time. 

Each year the state of Texas requires all fruits susceptible 
to attack by the Mexican fruit fly to be removed from the 
trees by the end of the shipping season. The closing date is 
fixed by the federal and state departments of agriculture after 
consulation. After April 5, says Mr. Hoyt, federal permits for 
the interstate shipment of citrus fruit from the regulated area 
will be issued only for fruit in approved storage. 





~ 


a ote 


ea et et TOUS 


=: 


Sin: 


MOND DOMNSCINMHSSORS A: 


| 


ot bee 


~ VG TFT ¢€ 


ee * ow Ww ww « 


March 31, 1934 





Questions and Answers 


N this column will be answered questions of both legal and practica) 

nature that confront persons dealing with traffic. A specialist on inter- 

state commerce law, who is a member of our legal department, will give 
his opinion in gnswer to any simple question relating to the law of interstate 
transportation of freight. A traffic man of long experience and wide know!l- 
edge will answer questions relating to practical traffic problems. We do not 
desire to take the place of the traffic man but to help him in his work. 

The right is reserved to refuse to answer in this column any question, 
legal or traffic, that it may appear to us unwise to answer or that involves a 
situation too complex for the kind of investigation herein contemplated. If a 
more comprehensive answer to a question is desired than is thought proper for 
this column, the department will answer it by letter for a reasonable charge 

No attention will be paid to anonymous communications or questions 
from non subscribers. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D. C. 





Liability of Carrier for Loss from Freezing 


Tennessee.—Question: Please advise what recourse, if any, 
does a shipper have against the carrier for loss and damage to 
less carload merchandise that becomes frozen while in transit. 
Several preparations of our manufacture will freeze in extremely 
cold weather and during such weather we stamp the bills of 
lading “Heated car service requested when available.” 

Carriers, however, claim they are not responsible for a 
condition of this kind, and that the frozen condition of the 
merchandise was brought about by an act of God, and not due 
to any negligence on their part. 

We will be glad to have you advise us of any ruling regard- 
ing this subject. 

Answer: In general, it is the duty of a common carrier to 
provide and furnish all reasonable and necessary facilities for 
the prompt transportation of such goods as it holds itself out 
to the public as engaged in carrying, in such quantities as 
might reasonably and ordinarily be expected to be offered 
for carriage, and to exercise such care as is required to pro- 
tect the goods from loss or damage during transportation. 


Certain decisions hold that the carrier is liable where goods 
are frozen owing to its negligence either in shipping at a sea- 
son of the year when a freezing spell might reasonably be antici- 
pated, or in not taking care of the shipment during the freezing 
weather. Hewett vs. Chicago, etc., R. Co., 63 Iowa 611; Fox 
vs. Boston, etc., R. Co., 19 N. EB. 222 (Mass.); McGraw vs. Balti- 
more, etc., R. Co., 41 Amer. Rep. 696. 

Other cases, however, hold that while freezing weather such 
as is likely to cause injury to freight, vegetables, fruit trees and 
like property, is not deemed an act of God, the carrier will not 
be liable for such causes unless by some fault or negligence on 
his part. See Dye Produce Co. vs. Davis, 209 N. W. 744; Atlantic 
Trans. Co. vs. P. R. R., 130 At. 65; Schwartz vs. Erie R. Co., 
106 S. W. 1188; White vs. Minneapolis, etc., R. R. Co. (Minn.), 
127 N. W. 544; Calender-Vanderhoff Co. vs. Chicago, etc., R. Co., 
109 N. W. 402; Vail vs. Pacific R. Co., 63 Mo. 230. 

Another class of cases hold that a railroad by its contract to 
safely carry, does not insure perishable freight against the effect 
of temperature encountered by it during the period ordinarily 
required by it for transportation unless the circumstances under 
which the contract of carriage is made are such as imply an 
undertaking to that extent on the part of the carrier, or that 
there are tariff provisions which specifically authorize such a 
contract of carriage. See Brennison vs. Pa. R. Co., 110 N. W. 362 
(Minn.); Pacific Fruit Produce Co. vs. Mo. Pac., 186 Pac. 852 
(Wash.); Clements vs. D. & R. G., 219 S. W. 660; W. H. Blodgett 
Co. vs. N. Y. C. R. Co., 159 N. E. 45; Slinn Co., Inc., vs. Amer- 
ican Ry. Exp. Co., 220 N. Y. S. 391; Northern Wisconsin Produce 
Co. vs. C. & N. W. Ry. Co., 234 N. W. 726. 

Whether or not the notation in question on a shipment of 
perishable goods would charge the carrier with the duty of pro- 
tecting heat car service during freezing weather depends, 
under the decisions in the more recent cases, upon whether 
or not the carrier under its published tariffs hold out such 
services. See Brennison vs. P. R. Co., 110 N. W. 362; Pacific 
Fruit Produce Co. vs. Mo. Pac., 186 Pac. 852; Clements vs. D. & 
R. G., 219 S. W. 660; and B. H. Blodgett & Co. vs. N. Y. C. 
R. Co., 159 N. E. 45. 


Set-Offs and Counter-Claims 


Virginia.—Question: I will appreciate information from you 
as to whether or not the law permits a railroad to offset an 
undercharge against an overcharge. 

The proposition is this: Merchant A received a shipment, 
paying the charges as assessed by the railway. Subsequently, 
an undercharge was developed. The railway has made no legal 
effort to collect the existing undercharge. Merchant A received 


The Traffic World 





PAGE 615 





several shipments on which they were overcharged. The mer- 
chant did not know that the overcharges existed, but sent the 
freight bills to B for auditing. In auditing the freight bills the 
overcharges were discovered, Claims were properly presented 
to the railway, and passed for payment but the check in settle- 
ment was never received. On the other hand, it was appropriated 
in part settlement of the undercharge, 

I would like to know if the railroads are legally permitted 
to offset one claim against another, and if so will they destroy 
what equality B may have had in the claim for his services. I 
will appreciate any court decisions that you might be able to 
locate. 

Answer: In so far as the respective rights of the shipper 
and the carrier are concerned, it is the general rule that a 
carrier may off-set against an amount due to the shipper, unpaid 
freight charges due the carrier. See Breece Veneer Co. vs. 
C. & O. Ry. Co., 182 I. C. C. 690, in which case the Commission 
said that under the rule in force in nearly all jurisdictions, the 
complainant will have the right to set off against the unpaid 
charges the reparation there found due, citing C. & N. W. vs. 
Lindell, 281 U. S. 14, 50 S. Ct. 200, in which latter case the 
Supreme Court held that the shipper’s claim for damages could 
be set-off against the carrier’s claim for freight and other 
charges. In the above referred to case the Commission’s order 
permitted the off-setting of the carrier’s claim for undercharge 
as against an award of reparation to the shipper. This was 
also done in the decision in Curtin-Howe Corporation vs. Pa. 
RK. X..Co, 274 6 G..C. V4. 

We can locate no decisions which determine the question you 
raise with respect to the destruction of the equity B may have 
in the claims against the carrier for his services, but are of the 
opinion that where the carrier has a proper off-set against the 
shipper’s claim for overcharge B must look to Merchant A for 
his compensation, it being no concern of the carrier as to 
whether or not B is compensated for his services, 


Routing and Misrouting—Custom as Affecting Routing 
Instructions in Bill of Lading 


Georgia.—Question: Please refer to reply to “Iowa” in the 
Traffic World of Feb. 10, 1934, page 278, re A. B. R. R.—X. Y. 
x. Be. 
It seems to me that the custom or habit of making out docu- 
ments has something to do with the meaning of papers, when 
the intent and meaning is clear to those concerned. For in- 
stance; it seems that if shippers are in the habit of using the 
“Delivery” line on the bill of lading for line haul routing (as Pa.- 
N. Y. C.) and freight agents are in the habit of accepting such 
bill of lading as indicating line haul for those lines, then such 
papers are correct in the legal sense. The opposite situation is 
that shippers may use the “line haul” line and show “N. Y. C. 
Delivery.” 

What do you think about “custom and habit” affecting the 
valadity of paper, even though they do not minutely follow the 
printed form? 

Answer: In its more technical legal sense, a custom is a 
usage which has obtained the force of law. In other words, it is 
a law established by long usage. 

The elements of antiquity need not be shown in the case 
of a usage or custom of trade. All that is required is to show 
that it is established; that is, that it has existed a sufficient 
length of time to have become generally known; and where a 
usage is shown to have been known to the parties at the time a 
contract was made, the length of its existence is immaterial. 
Time is of course an ingredient necessary to show that the cus- 
tom in question has become established. The antiquity neces- 
sary to render a usage admissible depends ve largely on the 
circumstances in each case; but in the absence of proof of 
actual knowledge the usage must have existed long enough rea- 
sonably to justify the inference that the parties had it in view 
in making their contract. 

A common-law custom was required to be certain and uni- 
form, both as to the persons claiming under it and as to the 
things claimed. It is also strictly held that a usage or custom 
of trade must be certain and uniform in order to be binding. 
But it is not essential that the custom be used by everybody 
and at all times. 

It is sufficient to comply with the requirement of generality 
that the usage in question be universally recognized and ob- 
served by those engaged in the kind of transactions to which it 
applies within the region where it is claimed to exist. It should 
not be confined to a part only of such persons in such territory; 
but it need not be observed in every individual transaction. On 
the other hand, isolated instances of a certain course of trade 
will not establish a usage by which the rights of parties are to 
be measured and determined, nor a single transaction; nor will 
a mere habit or usual practice of particular persons, or by one 
person, house, mill, or railroad company. 

Where the language of a contract is uncertain or ambiguous, 
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evidence of usage is admissible to show the intention of the 
parties. South Bend Iron Works vs. Cottrell, 31 Fed. 254; Page 
vs. Cole, 120 Mass. 37; Underwood vs. Greenwich Ins. Co., 161 
N. Y. 413, 55 N. E. 936; Hart vs. Cort, 144 N. Y. S. 627. 

In American Lead Pencil Co. vs. N. C. & St. L. Ry., 134 
S. W. 613, the Court said: 


Usage, then, as we have seen above, is the germ, which, by con- 
stant repetition, and general use, and great antiquity, develops into 
custom; and custom, when fully developed, is a law. The distinction 
thus drawn between contract and usage or custom is quite apparent. 
Where a contract between parties is shown to have existed, and is 
indistinct or ambiguous, or uncertain in its terms, usage or custom 
on the particular point will be accepted, like the general law, not 
in contradiction of the stipulations of the contract, but in explanation 
of what is indistinct in it, and as furnishing the rule where it is 
silent. See Charles vs. Carter, 96 Tenn. 614, 36 S. W. 396. Usage 
ought never to be allowed to vary or contradict the written instru- 
ment, either expressly or by implication. See Bedford vs. Flowers, 11 
Humph. 242. But usage cannot make a contract, nor prevent the 
effect of the settled rules of law. See Charles vs. Carter, 96 Tenn. 
614, 36 S. W. 396 


In Corporation Commission of Oklahoma vs. A. & S. Ry. 
Co., 148 I. C. C. 316, the Commission said: 


It is. well settled and beyond dispute that a long-established and 
universally accepted practice or custom may acquire the force of law. 


See also American Hay Co. vs. C. V. Ry. Co., 30 I. C. C. 
562, in which case the Commission applied this principle of law. 

Whether the Commission will apply it to the matter of rout- 
ing instructions in a bill of lading, assuming that there is an 
established custom such as you state, is yet to be settled, as 
we can locate no case in which it has been applied to the rout- 
ing of shipments. 


Tariff Interpretation—Application of Rule 34—Standard 
Equipment—What Constitutes 


Illinois.—Question: Will you please refer to your answer to 
“Tllinois” shown on pages 1444 and 1446 of the June 13, 1931, 
Traffic World, relative to the application of Rule 15 in deter- 
mining the alternative basis of charges on an L. C. L. ship- 
ment, and give us your reasons for the conclusion reached. 

In connection therewith we offer for your consideration 
these facts: 

Rule 15 states: “The carload minimum weight to be applied 
on such shipments will be that applicable to the car of the size 
required for the shipment in the condition tendered for trans- 
portation.” Size means only one thing, viz., length, width and 
height. A car the size of a 36 ft. was all that was required. 

There are hundreds or more of 36 ft. box cars with 10 ft. 
wide doors in carrier service and the car order was for one of 
these, 

The initial carrier, while not owning any such equipment, 
furnished a 40 ft. car with 10 ft. wide doors. 


You are of the opinion “that the minimum weight for a 
40 ft. car must be used.” If a 50 ft. car had been furnished for 
carrier’s convenience, would you say the minimum weight for 
that size car must be used? If not, why not? 

A shipper has just as might right to order a 36 ft. car 
with 10 ft. doors as he has to order any other size car and 
it is the carrier’s duty to furnish equipment to accommodate 
the traffic offered. 

Docket 16206, 104 I. C. C. 19, refers to size or cubical capacity 
and not to door dimensions, and an order for a 36 ft. car is filled 
with a car of that length regardless of its other dimensions, 
but an order for a 36 ft. car with 10 ft. wide side doors cannot 
be filled with any size car with doors of a lesser width, but 
can be with a larger size car with the specified width doors. 

In “Illinois” case a car of the size required was ordered but 
the shipment was of such dimensions as required a 10 ft. wide 
door to load. 

If this shipment would have been described as a carload 
with the bill of lading noted “36 ft. car ordered and 40 ft. car 
furnished for carrier’s convenience,” charges would have been 
assessed based on the carload rate at the minimum weight for a 
36 ft. car which was ordered and the fact that an L. C. L. ship- 
ment was tendered, in our opinion, by no means justifies the use 
of a minimum weight applicable to any size of car that the 
carrier chose to furnish and used by the shipper. 

Will you please reconsider the question and give us your 
further views? 

Answer: The conclusions reached in our answer, to which 
you refer, were based upon the premise that 36 foot cars with 
10 foot doors are not, as the Commission in its decision in 
International Motor Co. vs, A. T. & S. F. Ry. Co., 181 I. C. C. 95, 
with respect to cars of unusual inside height, terms it, standard 
equipment. 

Rule 34 of the Classification, it is true, relates specifically 
to the length of cars, but it does not specifically state that a 
car of unusual height will not be furnished. The interpretation 
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placed on the rule by the Commission so limits the rule. So, 
with respect to cars with doors of unusual width, if a 10 ft. door 
is such, it seems to be a question whether a 36 foot car with a 
10 foot door is standard equipment which the carrier must fur. 
nish, or, as is the case with cars of unusual height, it is not 
equipment which the shipper may demand and the carrier must 
furnish. 
Freight Charges—Recovery of Rebate 


Georgia.—Question: A shipment moves from A to B. Freight 
charges at the legal rate are prepaid. Under a prior agreement 
the carrier makes a rebate to the shipper of the part of the 
charges collected. Later, the carrier brings an action at law 
against the shipper to recover the rebate. The defense is that 
the rebating agreement and payment of the rebate was void 
and that being a void transaction the plaintiff can not sue at 
law to recover the rebate. 

Can you locate any decisions where a carrier has sued at 
law to recover a rebate, illegal under the Elkins Act? 

Answer: We are unable to locate a decision of the courts 
in which this question has been at issue. It is our opinion, 
however, that inasmuch as it is the duty of the shipper to pay 
and likewise the duty of the carrier to collect the legally pub- 
lished tariff rates on a shipment, the carrier is not estopped 
from collecting the difference between the legally published 
tariff rate and the amount which was illegally refunded to the 
shipper as a rebate. 


Routing and Misrouting—Shipper’s Instructions Must be 
Observed by Carrier 


Maine.—Question: We would like your opinion on the fol- 
lowing case: 

Several cars of lumber were tendered the carrier at orig- 
inating point A for movement to destination B. The originating 
point is located on the rails of a terminal company operated 
jointly for account of two carriers. The agent at the originat- 
ing point is joint agent for both carriers. 

One of the carriers asked a rate of 26% cents from that 
point to destination and the other carrier 34 cents. With the 
exception of one car, the shipments were tendered on bills of 
lading of the carrier which published the 26% cent rate. 

Inadvertently, in offering one of the cars, the shipper filled 
out the bill of lading form of the carrier having the higher 
rate. No rate or routing was inserted in the bill of lading. 
The agent at shipping point fully understood that the shipper 
wished this traffic to move via the route carrying the lower 
rate but did not call attention to the fact that they had offered 
this car on the bill of lading form of the carrier publishing 
the higher rate. 

Is there no liability on the carrier’s part after accepting 
the car and forwarding it via the route carrying the higher 
rate? 

Answer: Where a shipper gives directions with respect to 
the routing of a shipment the carrier is bound by his instructions 
and must charge the rate applicable to the designated route, even 
though such rate is higher than via some other route between the 
same points. Struthers-Wells Co. vs. Pa. R. R. Co., 14 I. C. C. 291. 
A strict compliance with routing instructions relieves a carrier 
from liability for misrouting and it is no part of the carrier’s 
duty to speculate upon the reasons which actuate such instruc- 
tions, and to assume that they do not express the shipper’s 
desire. Switzer Lumber Co. vs. T. & N. O. R. R. Co., 21 I. C. C. 
290. 

Unless some act of a carrier’s agent results in the move- 
ment of a shipment via a higher rated route there is, in our 
opinion, no liability on the part of the carrier for misrouting. 

The principle of the decision of the Commission in Brown- 
yard vs, Union Pacific R. R., 1386 I. C. C. 447, 148 I. C. C. 444, is 
not, in our opinion, applicable to the facts in the instant case. 
In that case, and in cases of a like nature, the liability of the 
carrier was based upon the execution of the bill of lading by 
the carrier’s agent, while, as we understand, in the instant 
case, the bill of lading was executed by the shipper, and liability 
on the part of the carrier is sought to be predicated upon an 
obligation on the part of the carrier’s agent to call the attention 
of the shipper to his error in the routing of the shipment. No 
such obligation, in our opinion, exists. 

There appears to be no ground upon which the shipper can, 
in the instant case, base a claim for misrouting on the part of 
the carrier, the shipment having been forwarded, as we assume, 
via the cheapest available and reasonable route, consistent 
with the shipper’s routing instructions. 


Tariff Interpretation—Transit—Date of Origin of Shipment 
Governs Application of Rates 
Indiana.—Question: A miller in Indiana shipped a carload 
of flour to a local point on the L. & N. Railroad in Kentucky, 
there being no through rates in effect from Indiana to Kentucky. 
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The shipment was transited at a milling point in Indiana to 
Cincinnati, the base point over which the combination rate was 
made. The shipment went forward from the transit point in 
Indiana July, 1933, and Indiana tonnage dated August, 1932, was 
surrendered against the outbound movement. The through rate 
in effect in July, 1933, to Cincinnati was assessed and there is 
no dispute as to the applicability of this factor. However, the 
rate south of Cincinnati to destination was reduced February 
15, 1938, from 2714 cents to 2414 cents, and was in effect at the 
time the shipment moved forward from the milling point, but 
was not in effect when the grain moved from the origin point 
to the transit point. 

We contend that, in view of the fact that the rate from 
Cincinnati to destination is not a proportional rate, the carriers 
should protect the local rate in effect on the date the shipment 
moved from the transit point. 

Will you kindly give us your opinion in this matter, also 
cite us to any cases that might cover the disputed point? 

Answer: The rate in effect on the date the shipment was 
tendered for transportation to the milling point is the applicable 
rate. See the decision in Fargo Iron & Metal Company vs. Great 
Northern Railway, Co., 46 I. C. C. 399, in which the Commission 
said: 

We have held, with respect to shipments moving in connection 
with transit arrangements, that the rates and regulations lawfully 
applicable to the transportation and transit service were those in 
effect when the shipments originated. Thus, in our supplemental 
report in The Transit Case, 25 I. C. C. 130, 133, we said: 

“The rate in effect at the time shipment began to move is the 
rate lawfully applicable. In case a privilege has heen enjoyed prior 
to the date of an order, a tariff canceling such privilege does not 
effect tonnage that began to move prior to the cancellation, but such 
tonnage is subject to the policing requirements.” 


The fact that the rate from the base point is not a propor- 
tional rate but is a local rate does not affect the application 
of the principle above stated. It is the fact that under the 
transit arrangement the shipment is in theory, if not in fact, a 
through shipment from the original point of shipment to final 
destination, and not the nature of the rates applicable to the 
shipment, whether local or proportional, that determines the 
applicable rate. 


Routing and Misrouting—Duty of Carrier Where Bill of Lading 
Contains Notation for Stop in Transit for Partial Unloading 


New York.—Question: We would appreciate it if you would 
give us advice in regard to the following transportation problem. 

A carload shipment of goods was made from point A to 
point D, with stop-off privilege for partial unloading at points 
Band C. Freight charges were prepaid on a through rate basis. 

Five months later the carriers claim that the routing shown 
in the bill of lading was not the regular route via which the 
through rate applied. Can the carriers rightfully make an addi- 
tional charge on the basis of a combination of local rates to 
destination? 

Answer: In Gibson Fruit Co. vs. C. & N. W. Ry. Co., 21 
I, C. C. 644, the Commission said: 


_ ‘The Commission has held that the obligation rests upon the car- 
rier’s agent to refrain from executing a bill of lading which contains 
provisions that are contradictory or impossible of execution. When 
therefore the rate and route are both given by the shipper in the 
shipping instructions, and the rate given does not apply via the route 
designated, it is the duty of the carrier’s agent to ascertain from the 
shipper whether the rate or the route given in the shipping instruc- 
ga ‘or be followed. (Rule 286 (f), Conference Rulings Bulletin 
o. 5. 


In this case the Commission held that where the reconsign- 
ment order given by the shipper put the carrier upon notice 
that the shipper desired to secure the benefit of a joint through 
rate named in the order, but specified a route over which the 
rate did not apply, it was the agent’s duty to ascertain from the 
shipper whether the shipment should be forwarded via the route 
named in the shipping instructions or via the route over which 
the rate named in said instructions was applicable and that the 
carrier was responsible for any increase in charges which re- 
sulted from failure of the agent to follow this course. 

If, in the instant case, in addition to the routing and nota- 
tion for stopping in transit for partial unloading, a rate was 
shown in the bill of lading, which rate applied via the lower 
rated route, it is our opinion that the principle of the Commis- 
sion’s decision in the case above cited is applicable. 

If, however, only the route and the notation for stopping 
in transit for partial unloading was shown in the bill of lading, 
it is our opinion that the decision of the Commission in Apper- 
son Brothers Automobile Co. vs. Lake Erie & Western Railroad 
Co., 81 I. C. C. 392, is applicable. This case holds that the com- 
bination rate is applicable where a shipper was erroneously 
informed that a stop-off was permissible under a specified tariff; 
that irrespective of the rate quoted the legal rate must be paid 
by the shipper and collected by the carrier. 
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In the instant case, if only the route and the notation for 
stopping in transit for partial unloading were shown in the bill 
of lading, there was no conflict, as it may be presumed that the 
shipper desired the stopping in transit privilege, regardless of 
the applicable rate. 





Digest of New Complaints 





No. 26152, Sub. No. 4. Webb Livestock Commission Co. et al., Grand 
Island, Neb., vs. A. C. & Y. et al. 

Rates, horses and mules, points in Neb., Mo., Ia., Mont., Colo., 
Kan., S. D., Minn., and Wyo., destined to points in Ind., Mich., O., 
Ky., Pa., Md., W. Va., Del., N. J., N. Y., R L, Mass., Vt., N. H., 
Me., Conn., and D. C. in violation section i. Ask rates and rep- 
aration, (E. P. Ryan, practitioner, 315% No. Locust St., Grand 
Island, Neb., and J. A, Little, practitioner, 2902 No. 54th St., 
Lincoln, Neb.) 

No. _ The Hausman Steel Co., Toledo, O., vs. Maine Central 
et al. 

Unreasonable charges, concrete form steel, Augusta, Me., to 
Toledo, O. Asks rates and reparation. (G. M. Stephen, atty., 19 
S. Wells St., Chicago, Ill.) 

No. a Montgomery Ward & Co., Inc., Chicago, Ill., vs. B. & O. 
et al, 

Unreasonable rates, merchandise, points in Md., Mass., N. J., 
N. Y., Pa. and Va. to Bristol, Va. Alleges charges were assessed 
at class rates and other rates named in Cottrell’s I. C. C. 646. 
Asks cease and desist order and reparation. (T. P. Scanlan, 
practitioner, 1608 Milwaukee Ave., Chicago, Il.) 

No. 26416. Board of Railroad Commissioners of State of North Da- 
kota et al., Bismarck, N. D., vs. Alabama Central et al. 

Rates in violation sections 1, 3 and 4, cotton and knitting fac- 
tory products and cotton sweepings, points in Ala., Fla., Ga., 
Miss., La., Va., Tenn., N. C., S. C. and Ky. (except that — 
in official territory) to points in N. D. Allege St. Paul, inne- 
apolis, Duluth, East Dubuque, Chicago, Rockford, Ill., Milwaukee 
and Madison, Wis., preférred. Ask rates. (F. P. Aughnay, as- 
sistant traffic expert, Box 737, Bismarck, N. D., N. E. Williams, 
traffic commissioner, Fargo Chamber of Commerce, and T. A. 
Durrant, traffic manager, Greater Grand Forks Traffic Associa- 
tion, Grand Forks, N. D.) 

No. oo. Western Nebraska Oil Co., Sidney, Neb., vs. C. B. & Q. 
et al. 

Unreasonable charges, distillate, Parco, Wyo., to Dalton and 
Scottsbluff, Neb. Asks rates and reparation. (G. M. Stephen, 
atty., 19 S. Wells St., Chicago, Ill). 

No. sere. The Columbus Varnish Co., Columbus, O., vs. Pennsylvania 
et al. 

Unreasonable charges, china wood oil, Edgewater Docks, N. J., 
to Columbus, O. Asks rates and reparation. (G. M. Stephen, 
atty., 19 S. Wells St., Chicago, IIl.) 

No. 26419. Biagi Fruit & Produce Co. et al., Charleston, W. Va., vs. 
A. C. L. et al. 

Rate in violation sections 1 and 4, bananas, Tampa, Fla., to 
Charleston, W. Va. Ask reparation. (R. W. Schapanski, traffic 
representative, Fruit Distributors Bldg., S. Water Market, Chi- 
cago, Ill.) 

No. 26420. H. L. Blackstock, Oklahoma City, Okla., vs. G. N, et al. 

Rates and charges in violation sections 1 and 6, well drilling ma- 
chines, Franklin, Mont., to Winona, Tex. Asks reparation. (J. K. 
Moore, atty., 501 Petroleum Bldg., Oklahoma City, Okla.) 

No. — Dewey Portland Cement Co., Kansas City, Mo., vs. I.-G.-N. 
et al. 

Alleges violation of sections 1 and 15 of act, portland and hy- 
draulic cement, Dewey, Okla., to Kilgore, Mart., and Arp, Tex. 
and Burkburnett and Waco, Tex. Asks reparation. (Watson W. 
Fletcher, Atty., 101 West Eleventh St., Kansas City, Mo.) 

No. _— Atlantic Oil Producing Co., Philadelphia, Pa., vs. K. C. S. 
et al. 

Unreasonable charges, pipe coating, Sand Springs (Hale), Okla., 
to Midland, Odessa, Pyote, and Port Arthur (Atreco), Tex. Asks 
reparation. (H. G. Schad, Mer. of rail traffic, 260 So. Broad St., 
Philadelphia, Pa.) 

No. 26423. Edson, Moore & Co. et al., Detroit, Mich., vs. B. & O. et al. 

Unreasonable rates and charges in violation section 6, cotton 
sheets and pillow cases, points in N. and S. C., to Detroit, Mich. 
at reparation. (L. V. Brandt, Atty., 1018 S. Wab. Ave., Chicago, 

No. 26424, The Cleveland-Cliffs Iron Co., Cleveland, O., vs. M. St. P. 
& S. S. M. et al. 

Rates in violation sections 1 and 3, wood charcoal, Goodman, 
Wis., to Detroit, Mich., as compared with rates from Manistique, 
Sault Ste. Marie and Iron Mountain, Mich. Asks reparation. (R. 
F. Lohman, traffic representative, Cleveland, O.) 

No. 26425. In the matter of expenditures by Class I steam railroads. 

This is an investigation instituted by the Commission as to ex- 
penditures of Class | roads of $5,000 or more per annum in the 
four years ended with 1933 for or in connection with services of 
any character whatsoever performed for railroads not representing 
the construction or physical operation of the railroad. 

No. _—_ The Joseph Schonthal Co., Columbus, O., vs. P. & L. E. 
et al, 

Unreasonable charges, scrap wire, Worcester and Springfield, 
Mass., to Monessen, Pa. Asks rates and reparation. (G. M. Stephen, 
Atty., 19 S. Wells St., Chicago, Ill.) 

No. 26427. Woodruff & Edwards, Inc., Elgin, Ill., vs. B. & M. et al. 

Unreasonable rates, molding sand, points in N. Y. and Kent, O., 
to Elgin, Ill. Asks reparation. (Arthur A. Lutz, commerce counsel, 
5756 Rogers Ave., Chicago, Ill.) 

No. ra “a Kroger Grocery & Bakery Co., Cincinnati, O., vs. B. 
. et al. 

Charges, bananas, Baltimore, Md., Philadelphia, Pa., and New 
York, N. Y., to Roanoke, Va., shipped between December 3, 1931, 
and August 14, 1932, in violation section 1. Asks reparation. (W. 
B. Daly, practitioner, 35 E, 7th St., Cincinnati, O.) 
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Doings of the Traffic Clubs 





Permanent quarters of the Traffic Club of Baltimore, just 
established in the Lord Baltimore Hotel, consist of two rooms, 
one of which will serve as an office and the other for social 
purposes, reading room, and games. The rooms are hand- 
somely furnished. At a meeting of the board of governors March 
16 it was decided to send two additional delegates to the spring 
meeting of the Associated Traffic Club of America in Birming- 
ham. They are G. W. White, district manager, Williams Steam- 
ship Company, and James T. Lean, freight representative, B. & 
O. The other two delegates are C. G. Rogers, traffic manager, 
Baltimore Steam Packet Company, and G. E. C. Garrett, pas- 
senger representative, Pennsylvania. 





“Minneapolis Members’ Day” was the designation given to 
the weekly luncheon of the Transportation Club of Saint Paul 
at the Hotel Lowrey March 27. Thomas B. Mouer, Minneapolis 
attorney, spoke on “Individuality or Regimentation.” 





H. E. Parker, president of the Birmingham-Southern Rail- 
road, and the new president of the Birmingham Traffic and 
Transportation Club, whose portrait is 
herewith presented, was born at White 
Plains, Ga., in 1887, the year in which 
the interstate commerce act was 
passed. He graduated from the Uni- 
versity of Georgia twenty years later, 
in 1907, and entered railway service 
the following year as an employe in the 
yard office of the Southern Railway at 
Atlanta. From 1909 to 1914 he was sec- 
retary to the general superintendent of 
the road at Birmingham and at Greens- 
boro, N. C. In the next five years, 1914 
to 1919, he was successively assistant 
yardmaster, general yardmaster, and 
trainmaster with the Southern Railway, 
following which he went to the Tennes- 
see Coal, Iron and Railroad Company 
as assistant superintendent in 1919. He 
was later made superintendent and then general superintendent, 
which position he held in June, 1933, when elected to his pres- 
ent position. As president of the traffic club he is actively 
laboring for the success of the spring meeting of the Asso- 
ciated Traffic Clubs of America in Birmingham. “Birmingham 
Beckons—Get Aboard” is the slogan adopted by the club in 
connection with its preparations for the convention of the Na- 
tional association. Other officers elected by the club are as 
follows: First vice-president, C. J. Thompson, A. S., Birming- 
ham Joint Terminals; second vice-president, H. S. Smith, C, C., 
Baltimore and Ohio; secretary-treasurer, W. E. Francis; board 
(transportation), I. J. Borders, C. F. S. A., Louisville and Nash- 
ville; R. B. Coleman, agent, Seaboard Air Line; F. M. Tuttle, 
C. A., Central of Georgia; (industrial) E. P. Kidd, secretary- 
treasurer, Farmers and Ginners C, O. Company; E. M. Mohler, 
president, Alabama Seed and Plant Company; W. J. Sullivan, 
traffic manager, Grider Coal Sales Agency; A. W. Vogtle, man- 
ager traffic and sales, DeBardeleben Coal Corporation; J. E. 
Shelton, P. A., City of Birmingham, and H. A. Greene. 








Newly elected officers of the Transportation Club of San 
Francisco are as follows: President, J. A. Rettew; first vice- 
president, P. C. Paddock; second vice-president, Harry Brown; 
secretary-treasurer, R. J. Tozer; directors, C. F. Hoover, L. L. 
Foley, Press Bancroft, R. D. Johnson and Dan P. White. 





By a mail vote of the directors, application of the Women’s 
Traffic Club of Baltimore for membership in the Associated 
Traffic Clubs of America has been approved. There are now 
fifty-four clubs in the national association, the largest number 
in its history. 





The Women’s Traffic Club of Metropolitan St. Louis has 
been admitted to membership in the Associated Traffic Clubs of 
America through action of the board of directors by mail vote. 

Frank E. Guy, traffic manager, Universal Atlas Cement Com- 
pany, and Henry A. Palmer, editor and manager of the Traffic 
World, have been appointed to represent the Traffic Club of 
Chicago at the convention of the Associated Traffic Clubs of 
America in Birmingham April 24 and 25. W. Y. Wildman, new 
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president of the club, also expects to attend, and there will 


be others. 





The monthly meeting of the Traffic Club of Newark at the 
Newark Athletic Club April 2 will be “Ladies’ Night.” Dinner 
will precede a short business session, and there will be entertain- 
ment and dancing after that. 





The Traffic Club of Dallas held its semi-monthly meeting at 
the Adolphus Hotel March 26. It was an “exchange” meeting 
with the Traffic Club of Fort Worth, and the Traffic Club of 
Waco and local civic clubs of Dallas were invited. Mark Mar- 
shall, director of the motor transportation division of the Texas 
Railroad Commission, discussed existing regulation of motor 
transport. Lon A. Smith, also a member of the Texas commis- 
sion, was a guest. The sixth educational meeting of the club 
will be held at the Dallas Gas Company Building April 2. ‘“Pro- 
cedure Before Railroad Freight Rate Tariff Bureaus” will be dis- 
cussed by H. B. Cummins, chairman of the Texas-Louisiana Tariff 
Bureau, and the “Rate Problem” and the “Claim Problem” will 
be presented by two committees headed, respectively, by G. H. 
McHenry and W. D. Grubb. 





The St. Louis Traffic Club has appointed eight delegates to 
the semi-annual meeting of the Associated Traffic Clubs of Amer- 
ica in Birmingham, April 24 and 25. They are: Alex M. Field, 
president of the club and traffic manager, Wrought Iron Range 
Company; E. F. Ledwidge, general traffic manager, Granite City 
Steel Company; Clem A. Schmidt, traffic manager, United Drug 
Company; Homer §S. Snow, vice president, American Zinc Lead 
and Smelting Company; W. C. Bergman, manager, National 
Carloading Corporation; L. L. Beck, vice president and general 
manager, Motor Freight Terminals Corporation; H. J. Dentz- 
man, assistant general freight agent, C. & E. I.; F. J. Lawler, 
assistant general freight agent, St. Louis-San Francisco. “A 
full representation of delegates is being sent to this national 
meeting,” according to the announcement of Mr. Field, “because 
of the number of important subjects to be considered, includ- 
ing that of government ownership of railroads, to the principle 
of which the local club is opposed.” 





R. V. Fletcher, general counsel, Association of Railway 
Executives, will be the principal speaker at the tenth annual 
meeting of the Junior Traffic Club of Chicago at the Palmer 
House April 5. Douglas Malloch, humorist, will also speak. The 
club now has five hundred members and a large attendance is 
expected. Prominent railroad executives to be seated at the 
speakers’ table will include H. A. Scandrett, president, C. M. 
St. P. & P.; Ralph Budd, president of the Burlington, and H. G. 
Taylor, Commissioner of Western Railroads. There will be 
entertainment. 





The “Spring Smoker” of the Traffic Club of the Rochester 
Chamber of Commerce will be held at the Liederkranz Club 
April 26. Dinner will be served and there will be entertain- 
ment. 





“Proposed Regulation of Water Carriers by the Interstate 
Commerce Commission” was the subject of an informal debate 
at a luncheon meeting of the Minneapolis Traffic Club at the 
Nicollet Hotel March 29. F. G. Dorety, vice president end 
general counsel, Great Northern, and M. L. Countryman, as- 
sistant general counsel, Northern Pacific, spoke for regulation, 
and they were opposed by Frank B. Townsend, director of the 
Minneapolis Traffic Association, and C. T. Vandenover, general 
sales manager, International Milling Company. There was also 
“open forum” discussion of the subject. 





The Traffic Club of New York had as its speaker at a com- 
bination regular and “forum” meeting at the Park Central 
Hotel March 27, B. A. Levett, attorney. Under the heading, 
“The Law of Mystery,” he told of many tariff idiosyncrasies 
and outlined customs law and proocedure. In that connection he 
said that the Supreme Court had been called on to decide “that 
snails were wild animals; that cotton pin cushions in the form 
of apples or pears paid sixty per cent duty as imitation fruits, 
while similar pin cushions in the form of tomatoes paid only 
forty-five per cent duty”; that the treasury department and the 
courts had decided that white shoe polish was “blacking”; 
that washer women were ladies, and that corn plasters were 
wool wearing apparel. A “Kiddies’ Party” will be held March 
$1. <A large delegation will represent the club at the Asso- 
ciated Traffic Clubs of America convention in Birmingham April 
24 and 25. Those who have indicated their intention of attend- 
ing include: C. W. Braden, general traffic manager, National 
Distillers’ Corporation; W. H. Lancton, city freight agent, Le- 
high Valley; T. T. Harkrader, director of traffic, American 
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Tobacco Company; J. M. Fitzgerald, vice chairman, Commit- 
tee on Public Relations, Eastern Railroads; C. A. Swope, gen- 
eral eastern freight agent, L. & N.; R. P. Bird, general agent, 
Santa Fe; L. M. Porter, general traffic manager, Fruit Dispatch 
Company; John Duffy, vice president, Lehigh Valley; J. H. But- 
ler, general manager, Railway Express Agency; B. Bierdeman, 
general eastern freight agent, Nickel Plate; F. X. Quinn, gen- 
eral freight agent, Pennsylvania; J. M. Breen, assistant to 
freight traffic manager, New York Central; Jos Hodgson, vice 
president, Seatrain Lines; H. J. Nelson, general freight agent, 
Central of New Jersey; G. C. Manning, assistant vice president, 
Erie; J. S. Combs, general freight agent, Ocean Steamship 
Company of Savannah; H. H. Meyer, general agent, Chicago 
and Illinois Midland; M. H. McEwen, general agent, Milwau- 
kee; W. L. McDonald, general eastern agent, Frisco; C. Haile, 
Jr., executive representative, Missouri-Kansas-Texas; E. R. Mor- 
ris, general freight agent, New York, Ontario and Western; 
J. W. Hodgson, assistant vice president, Universal Carloading 
and Express Company; J. V. Bugliari, president, Southwestern 
Carloading Company; E. L. Brown, eastern freight agent, South- 
ern Railway; E. S. LeGette, general eastern freight agent, At- 
lantic Coast Line; F. W. Anderson, assistant traffic manager, 
American-Hawaiian Steamship Company, and G. A. Crueger, 
soliciting freight agent, Norfolk and Western. 





The Winston-Salem Traffic Club has appointed the following 
to represent it at the Birmingham convention of the Associated 
Traffic Clubs of America: F,. L. Thorpe, R. J. Reynolds Tobacco 
Company; T. H. Willings, general agent, New York Central; L. G. 
Bergman, traffic representative, M.-K.-T.; H. M. Morecock, gen- 
eral agent, C. & O. 





With an attendance of two hundred, a.meeting was held at 
the Elks Club in Reading, Pa., March 26, for the purpose of 
organizing the Traffic Club of Reading. The principal speaker, 
J. M. Fitzgerald, vice-chairman of the Committee on Public 
Relations, Eastern Railroads, spoke on “Questions to Answer.” 
L. J. Writter, president of the Wyoming Valley Traffic Club, 
spoke on “The Purpose of a Traffic Club.” Roy H. Wallace, 
chairman of the organization committee, presided. The follow- 
ing officers were elected. President, Roy H. Wallace, traffic 


manager, Luden’s, Inc.; first vice-president, Harry Zook, traffic 
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manager, E. & G. Brooke Iron Company; second vice-president, 
Charles Ritter, traffic manager, Luria Brothers; secretary-treas- 
urer, Edward R. Hintz, secretary, Reading Chamber of Com- 
merce; directors (two years), Warren Lawson, city freight agent, 
Reading Company; George Duvall, general agent, Railway Ex- 
press Agency; Roy Weber, district freight agent, Pennsylvania; 
(one year) Albert Borneman, traffic manager, Textile Machine 
Works; Henry Klohs, district manager, Motor Freight Express, 
Inc. 





The Traffic Club of Bartlesville (Okla.) was formed at a 
luncheon March 24. The by-laws are to be written so as to 
include Tulsa men in its resident membership. C. R. Musgrave, 
vice-president, Phillips Petroleum Company, was elected presi- 
dent and E. C. Kitching, general traffic manager, Phillips 
Petroleum Company, secretary-treasurer. Two of the directors 
are from Tulsa, including H. W. Roe, president of the Asso- 
ciated Traffic Clubs of America, who attended the organization 
meeting and spoke on the purposes of the national association. 
It was decided to make immediate application for membership 
in the national association. Other directors are as follows: 
C. J. Rush, assistant traffic manager, Empire Companies; S. B. 
Cross, superintendent of sales and traffic, Empire Oil Refining 
Company; Ray Waltenbarger, general agent, Louisiana and 
Arkansas. Howard Johnson, president, American Hoist and 
Derrick Company, St. Paul, was elected honorary vice-president. 

At the monthly meeting of the Norfolk-Portsmouth Traffic 
Club at the Atlantic Hotel, Norfolk, March 15, D. A. Dashiell, 
traffic manager, F. S. Royster Guano Company, and H. P. Fried- 
man, traffic manager, Interstate Tank Car Company, were the 
speakers. There was a program of entertainment. 








The Traffic Club of Wilmington, Del., has applied for mem- 
bership in the Associated Traffic Clubs of America. 





Major General W. C. Winter, U. S. Army, retired, was the 
principal speaker at the monthly luncheon of the Alumni Asso- 
ciation of the Traffic Managers’ Institute of New York at the 
Victoria Hotel March 15. He traced the development of trans- 
portation in this country and pointed out the importance of 
efficient transportation to an army engaged in warfare. Accom- 
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continues to grow in importance 
as a coffee port, having handled 
approximately 24,000 tons during 
the calendar year 1933 and, for the 
first two months of 1934, 4,500 tons 
have been moved through this port. 


oO o—— 


Houston interests are well versed 
in the handling of green coffees and 
stand ready to serve the coffee 
importers as well as the south- 
western roasters. 


J. Russell Wait 
Director of the Port 
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Transportation service 


that banishes insomnia 


Transportation of your freight is an extremely 
and satisfactory matter for you when you 
deliver your freight to a transportation com- 
pany and “forget it’ without a worry as to how 
and when your customers will receive it. 


There are thousands of tons of freight moving 
every day on Santa Fe’s thirteen thousand miles 
of track — to all parts of a territory that is 
larger than most of the nations on this earth. 
A good part of it is in our hands for distances 
that are greater than most railroads can carry 
freight. Our responsibility is great. 


But — you can sleep soundly while Santa Fe 
works for you because the Santa Fe has a 
reputation to maintain. Every freight handler, 
brakeman, conductor, engineer and office man 
knows it and knows well that that reputation is 
wholly based on safe and on time delivery. 
That being what you most desire on your 
shipments to Southwestern and Western 
United States — 


Ship Via 


Chicago Gateway 


and its many immediate Illinois Junctions. 





One Line—On Time—Alll the Way 


The Santa Fe has cut its rail feres, between all points 

est of Chicago, from 1634% to as much as 442/5%, 

and has eliminated surcharge in Pullmans—reducing * 
Pullman cost 334%. 
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panying the general was his son, Lieutenant J. B. Winters, of 
the engineering department, Freight Container Bureau, Amer. 
ican Railway Association. He spoke briefly of the work of 
his organization. 





The monthly meeting of the Traffic Club of the Brooklyn 
Chamber of Commerce will be held at the Granada Hotel April 
5. It has been designated “Police Night” and Inspector Michael 
T. Ahearn, of the New York Police Department, will address 
the meeting. A beef steak dinner will be served. 





The Omaha Traffic Club will hold its next meeting at the 
Hotel Frontenelle April 19. It will be “Kansas City Night,” a 
committee of Kansas City members, headed by P. J. Rose, travel- 
ing freight and passenger agent, Frisco, having charge of the 
program and arrangements. S. S. Butler, general traffic man- 
ager, Frisco, St. Louis, will be the speaker. Dinner will be 
served. 





A “Past Presidents’ Dinner” will be given by the Traffic 
Club of Baltimore at the Lord Baltimore Hotel April 3, with 
J. M. Fitzgerald, vice chairman, Committee on Public Relations, 
Eastern Railroads, as the principal speaker. His subject will 
be, “A Transportation Policy and the Traffic Clubs.” There will 
also be an address by Dr. Mathew Page Andrews, historian 
of the Maryland Centenary Celebration. J. Thomas Lyons, vice 
president, W. C. A. O., will be toastmaster. There will be a 
program of entertainment. 





Personal Notes 





Friends and former associates of Lorin C. Nelson, who 
recently resigned his office as assistant to the director of the 
Commission’s Bureau of Traffic to become a member of the 
staff of the Shipping Board Bureau of the Department of Com- 
merce, are giving him a farewell party, in the form of a dinner 
at the Hotel Hamilton, in Washington, April 7. Arrangements 
for the party are in the hands of E. W. Chapdelaine, a long time 
associate of Mr. Nelson. 

E. R. Morris has been appointed general freight agent, New 
York, Ontario and Western, in charge of solicitation. E. D. 
Lorraine has been appointed general freight agent, in charge 
of rates and visions. Both will have their headquarters in 
New York. 

E. C. Huebner, traffic manager, Marblehead Lime Company, 
Chicago, has been elected assistant treasurer by the company’s 
board of directors. 

E. Mead Johnson, president of the*Mead Johnson Terminal 
Company, Evansville, Ind., died March 20. 

Clyde M. Reed and Bernard L. Glover, Kansas City, an- 
nounce the dissolution of their partnership in traffic and trans- 
portation matters. Mr. Reed will continue as counsel in some 
pending cases but will retire from the active business of the 
firm. Mr. Glover will continue in practice in traffic and trans- 
portation matters and will also engage in a general law practice. 

The Matson Navigation Company announces the promotion 
of Earl D. Walker, general eastern agent in New York, to be 
passenger traffic manager for Australia and New Zealand, with 
headquarters in Sydney, effective May 15. George F. Hansen, 
division passenger agent for the company at New York, will 
succeed Mr. Walker as general eastern agent. 

J. W. Redmond, general agent, Pere Marquette, at Toledo, 
died at his home there March 25, after an illness of four years. 
He was sixty-two years old. 

J. A. Streyer has been appointed general manager, Atlanta 
and St. Andrews Bay Railway, effective April 1. W. A. Olliff, 
acting general manager, has been assigned to the former duties 
of traffic manager, headquarters in Panama City, Fla. 

M. E. Pangle, assistant general superintendent—lines west, 
Chicago and Northwestern, has been appointed assistant to 
the president, in charge of personnel, with office in Chicago. 
He started work with the North Western in 1896 as a freight 
brakeman. Charles E. Sainsbury, assistant superintendent of 
the Milwaukee division, with headquarters at Milwaukee, has 
been appointed assistant general superintendent—lines west, 
with headquarters at Norfolk, Neb., succeeding Mr. Pangle. 
Harley Thayer, trainmaster on the Galena division, succeeds 
Mr. Sainsbury at Milwaukee. 








EXPERT traffic and milling-in-transit man, age thirty-three, 
now traffic manager flour and feed mill, thirteen years’ railroad and 
industrial experience, desires connection in west or middle west, 
due to health of member of family. Address, Box C-51, care Traffic 
World, 418 South Market Street, Chicago, II], 
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STARRETT LEHIGH 
BUILDING 





Look Before You Locate 


Starrett Lehigh Building, bounded by West 26th and 
West 27th Streets and 11th and 13th Avenues, New 
York City, affords an excellent location for manufac- 
turing and distribution. 


IT HAS — 


® Lehigh Valley Railroad freight terminal on street level. 
Freight elevators direct to platform in rail yard. 


® Truck elevators to all floors with convenient truck pits, 
offering street floor facilities throughout the building. 


® Floor areas, 52,000 to 124,000 sq. ft. Smaller units may 
be leased. 


® Low insurance rates. 
® Live steam for manufacturing purposes. 
® Fast passenger elevators. 


® Restaurant and barber shop. 


INVESTIGATE THE ADVANTAGES OF THIS BUILDING 


You will find it easily adaptable as your Eastern manu- 
facturing and distributing plant, sales and display 
offices. It is situated on wide thoroughfares in the 
center of Manhattan. 


Nationally-known concerns, already occupants of the 
building, have been able materially to lower their New 
York operating costs and at the same time increase 
their efficiency. You, too, can save here. 


Starrett Lehigh Building 


D. R. CROTSLEY, Manager, 60] West 26th Street 
Telephone: CHickering 4-0297 
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Docket of the Commission 





NOTE—items in the Docket marked with an asterisk (*) have 
been added since the last issue of The Traffic World. New assign. 
ments now on the Commission’s docket of dates later than herein 
shown will not bear asterisks when they do appear. Cancellations 
and postponements announced too tate to show the change in this 
Docket will be noted elsewhere. 


April 2—Sioux Falls, S. D.—Examiner Armes: 
26337—-Sioux Falls Rendering Co. et al. vs. C. & N. W. Ry. et al. 


April 3—Salisbury, Md.—Examiner Williams: 
26006—Tri-State Packers Assn., Inc., et al. vs. Pa. R. R. et al. 
April 3—Washington, D. C.—Examiner Boat: 
Fourth Section Application No. 15482—Newsprint paper, Jonquiere, 
Que., to Philadelphia—Filed by W. S. Curlett, agent. 


April 4—Sioux City, Ia.—Examiner Armes: 
26374—_Omaha Chamber of Commerce Traffic Bureau et al. vs 
A. T. & BS. F. Ry. et ail. 
26398—Commerce Associattion of Aberdeen vs. A. T. & S. F. Ry 
et al. 


April 4—Argument at Washington, D. C.: 
25340—Hansen Packing Co. vs. B. & O. R. R. et al. 
25929—-Metropolitan League of Erie Commuters vs. Erie R. R 


April 5—Argument at Washington, D. C.: 
15780—Depreciation charges of carriers by water. 
24320—Baltimore Coal Exchange et al. vs. B. & O. R. R. et al. 
24653—John P. Agnew & Co., Inc., et al. vs. Same. 

April 5—Philadelphia, Pa.—Examiner Snider: 
25777—J. T. Baker Chemical Co. vs. L. V. R. R. et al. 


Ap:il 6—Washington, D. C.—Examiner Weems: 
26294—Mt. Waldo Granite Corp. vs. B. & Ar. R. R. et al. 


April 6—Washington, D. C.—Examiner Cooper: 
1. & S. 3935—Peat from C. F. A. to Eastern points. 
April 6—Argument at Washington, D .C.: 
1. & S. 3947—Freight handling charges at St. Louis stations. 
1. & S. 3843—Coal from Indiana to Illinois. 
April 6—Newark, N. J.—Examiner Snider: 
26396—Chamber of Commerce of the City of Newark, N. J., et al. 
vs. Pa. R. R. 
April 9—Grand Island, Neb.—Examiner Armes: 
26152 and Subs. 1 to 3, incl.—Grand Island Livestock Commission 
Co. ot al. va. A. C. & Y. Ry. ot al. 


April 9—Memphis, Tenn.—Examiner McChord: 
1. & S, 3957—Iron and steel Memphis to Mississippi. 


April 9—New York, N. Y.—Examiner Snider: 

26392—American ‘Agricultural Chemical Co. vs. B. & O. R. R. et al. 
April 10—Washington, D. C.—Examiner Williams: 

26348—Robt. G. Lassiter & Co. et al. vs. A. C. L. R. R. et al. 
April 10—New York, N. Y.—Examiner Snider: 

26352 and Sub. 1—Preshbrey-Leland Studios, Inc., formerly operating 

as the Presbrey-Leland Co., Inc., vs. N. Y. N. H. & H. R. R. et al. 

April 10—Washington, D. C.—Examiner Chiseldine: 

1. & S. 3948—Wines from Pacific Coast to East. 


April 10—Washington, D. C.—Examiner Hosmer: 
25630—In divisions of joint class rates in official territory. 
26141—Chesapeake Western Ry. vs. A. C. & Y. Ry. et al. 


April 11—Grand Island, Neb.—Examiner Armes: 
24846—Edward E. West and Fred S. James, doing business as the 
oy Valley Potato Growers’ Marketing Co., vs. Arkansas R. R. 
eta 


April 11—Winchester, Va.—Examiner Sullivan: 

* Finance No. 10317—Application Winchester & Wardensville R. R. 
for permission to abandon that part of its railroad extending from 
valuation Section 1-Virginia-to Wardensville, W. Va. 


April 11—New York, N. Y.—Examiner Snider: 
25991—-Certain-teed Products Corp. vs. C. & N. W. Ry. et al. 


April 11-12—Argument at Washington, D. C.: 
22907—Industrial Sand Cases, 1934—(and cases grouped therewith) 


April 12—Grand Island, Neb.—Examiner Armes: 
—— Bros., Schellak & Co. et al. vs. A. T. & S. F. Ry. 
et al. 
April 12—New York, N. Y.—Examiner Snider: 
26395—-E. L. Foote vs. N. Y. C. R. R. et al. 


April 12—Dayton, O.—Examiner Taylor: 
26358—Lowe Bros. Co. vs. B. & O. R. R. et al. 


April 13—Grand Island, Neb.—Examiner Armes: 
26298—Grand Island Livestock Commission Co. et al. vs. A. T. & 
S. F. Ry. et al. 


April 13—Argument at Washington, D. C.: 
1. & S. 3130—Part 18—Southwestern Rates—Rates on export, im- 
port and coastwise carload commodities. 


April 13—Sheffield, Ala.—Examiner McChord: 
26365—J. H. Condra & Co. vs. A. G. S. R. R. et al. 
26404—Town of Pulaski, Tenn., vs. A. G. S. R. R. et al. 
26350—Athens Grain Co. vs. L. & N. R. R. 


April 13—Terre Haute, Ind.—Examiner Taylor: 
24929—City of Marshall, Ill., vs. Pa. R. R. et al. 


April 14—Argument at Washington, D. C.: 
— ee for capital items (in re: 
A, B. & C. R.). 


April pen Mass.—Examiner Snider: 
1. & S. 3955—Rubble Stone between points on B. & M. R. R. 


April 16—Wichita, Kan.—Examiner Armes: 
25888—Kansas Milling Co. Fa al. vs. A. T. & S. F. Ry. et al. 
25729—Carey Salt Co. vs. S. P. Co. et al. 
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MOOREMACK GULF LINES 


WEEKLY SAILINGS 


From BOSTON and PHILADELPHIA to TAMPA, NEW ORLEANS end MOBILE 
and vice versa. 


From BALTIMORE to NEW ORLEANS end MOBILE direct of transhipment 
at PHILADELPHIA and vice versa. 


Between NEW ORLEANS and TAMPA 
MOORE and McCORMACK, iuc., Agents 


For rates and other information, apply to the nearest of these offices: 
NEW YORK, 5 Broadway NEW ORLEANS, Canal Bank Bids. 


PHILADELPHIA, Bourse Bidg. DETROIT, Industrial Bank Bidg. 

BALTIMORE, Seaboard Bidg. CHICAGO, 503 Marquette Bidg. 

TAMPA, Stovall Prof. Bidg. MEMPHIS, Cotton Exchange Bidg. 

MOBILE, Meaher Bldg. PITTSBURGH, Oliver Bldg. 

BOSTON, Pier 40, Hoosaec BATON ROUGE, 1758 Government St. 
Docks, Charlestown ST. LOUIS, Railway Exchange Bidg. 








Southern Steamship Company 


(Pioneer Steamship Line to Houston) 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 


From Philadelphia . . Wednesdays and Saturdays 
From Houston ...... Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
1360 Broad Street Station Bldg., PHILADELPHIA, PA. 





QUAKER LINE 


Regular Intercoastal Service 
Between 
New York, Albany, Philadelphia, Norfolk, Baltimore 
and 
Cristobal (Canal Zone), San Diego, 
Los Angeles, San Francisco, Oakland, 
Alameda, Portland, Seattle and Tacoma 


For Rates, Schedules and other particulars apply 


QUAKER LINE 


17 Battery Place, New York 


ALBANY=D & H Building pit ay od So. La Salle St. 
PHILADELPHIA—The Bourse URGH—Gulf Building 
NORFOLK—111 E, Plume Street Oy OlT—General Motors Bidg. 
BALTIMORE —Keveos Building DAYTON, OHIO—18 Riverdale St. 

BOSTON—33 Broad Street EASTON, PA.—Drake Building 





\?M A PACKING and 
» SHIPPING SPECIALIST 







2) Here’s proof that my pre- 
ad scriptions save money 


“™PHIS bookies My STRAP-BOOK, shows ‘before and 
after photos’ of numerouscases which | have taken care 

of. It also shows my container clinic where | diagnose diffi- 
cult cases—and explains my famous Steelstrap treatment, 
used daily by thousands of manufacturersin all lines of busi- 
ness to protect their merchandise against shipping sickness. 


The fine part of this Steelstrap treatment of mine is that it 
is not only painless but pleasant to take, because —- 
- in container and freight costs more than offset the exp 

of strapping. You need a copy of My STRAP. BOOK in in 
your shipping department—for what it will save you in 
money and trouble. Write for it today. No obligation.” 


DOC. Steelstrap 


COMPANY 
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BUSINESS 


Shippers desirous of increasing their busi- 
ness in Oriental markets should get in 
touch with agents of the American Mail 
Line. These men, through years of ex- 
perience, know every phase of exporting or 
importing and will be pleased to assist you 
with your problems. The American Mail Line 
specializes in saving time for shippers. Presi- 
dent Liners run on regular schedule, leaving 
Seattle every other Saturday and arriving in 
Seattle every other Tuesday. 























In addition, a fleet of fast cargo liners gives fre- 
quent service to Japan, China and the Philipnines. 






For information, apply desk No. 6 







21 Weat Streetccesssceces.+0c0. ew York 
1714 Dime Bank Bldg............-- Detroit 
110 So. Dearborn St........-.-..-- 









Union Trust Bldg. Arcade.......- Cleveland 
General Freight Office 
740 Stuart Building............-. *,. Seattle 






AMERICAN 
MAIL LINE 


76 offices in 22 countries at your service 



















UNITED FRUIT 


GREAT 
WHITE 
FLEET 


Regular Freight and Passenger Service 
BETWEEN 
New York, New Orleans, Boston and San Francisco 
AND 


Cuba, Jamaica, Panama, Colombia, Costa Rica, 
Guatemala, Honduras, British Honduras, 
Mexico, Nicaragua, Salvador. 
Weekly service with transshipment at Cristobal (Canal 
Zone) to West Coast Ports of Central America, South 


America and Mexico at differential rates. Through 
bills of lading to all points. 


Shipments to El Salvador handled expedi- 
tiously via Puerto Barrios, Guatemala and the 
International Railways of Central America. 


For Rates and Other Information Address: 
FREIGHT TRAFFIC DEPARTMENT 


Pier 8, North River, New York, N. Y. 


1001 Fourth 8t., (1t W. Washington St., 
San Franelsco, Calif. Chicage, til. 


Long Wharf, 321 St. Charlies St., 
Boston, Mass. New Orleans, La. 


General Offices: One Federal Street, Boston, Mass. 
re RAARRAR RAR RAR Anne! 
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HARTMAN’S WESTERN FREIGHT RATES 


Classes, Exceptions and Percentages 


Between Stations in Trunk Line, Central Freight and 
Western Trunk Territories and Destinations in Official, 
Western and Southern Classification Territories. 

$30.00 a year. 
Sent on Trial 732 Federal St., Chicago 


For Sale by Estate 
PRIVATE CAR 


—built by Pullman Company, com- 
pletely reconditioned 1930. Plans 
will be furnished upon request. 


American Security & Trust Co. 


Washington, D. C. 


SSCKSSTHRGeeeseseeeeesaseseseasaeess 


| TRAFFIC MANAGERS 
T. J. McLAUGHLIN Traffic 


TRAFFIC COUNSELOR 
Interstate Commerce and State Commission Cases and 
Commerce 


Departmental Service 
Specialists 


$15 Mills Bids. 
WASHINGTON, D. C. 

HENRY J. SAUNDERS 
CONSULTING ENGINEER 


Cest and Statistical Analyses—Matters Relating 
te Rates—Censelidations and Valuations 


Valuation 
6483 TRANSPORTATION BLDG. 


WASHINGTON, D. C. 


Tensccnssnevesusssoonsnsonvenssusensesqeussnensessesensnnenenaneneseceusceneseseenesel 














ATTORNEYS AT LAW 


HARRY C. AMES 


ATTORNEY AT LAW 


Successor te Keene & Ames 


Formerly Attorney and Examiner 
Interstate Commerce Commission 


Transportation Bldg., Washingten, D. C. 


H. D. DRISCOLL 


Commerce Counsel and Attorney 
Southern Building 


WASHINGTON, D. C. 
Oklahoma City Office, Petroleum Bldg. 
Tulsa, Okla., 1503 E. 27th St. 





Practicing 
before the 
INTERSTATE 
COMMERCE 
COMMISSION 
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CFaNKK, HETHIGERATON and POUL THY CARS 


Witeclien in daplecinndalecaal 


NORTH AMERICAN CAR CORP. (3) 327 sourm 14 sane st. 
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April 16—Argument at Washington, D. C.: 
25671—-Fruit Importers, Ltd., et al vs. A. ¢& kh R. et al. 
26853—American Highway Freight Association, es vs. S. 

press Co. et al. 


April 16—New Orleans, La.—Examiner McChord: 
1. & S. 3953—Brewers’ Rice—New Orleans to W. T. L. points. 


April 16—Boston, Mass.—Examiner Snider: 
26125—Glenwood Range Co. vs. N. Y. N. H. & H. R. R. et al. 


— 16—Kansas City, Mo.—Examiner Taylor: 
- & S. ay and ist supplement—Egg trays from Waterville, Me., 
to C. F. A. points. 


April 17—Argument at Washington, D. C.: 
26021—Illinois Coal Traffic Bureau vs. A. - W. Ry. et al. 
26091—Penn Veneer Co. vs. Pa R. R. et a 
26110—White Eagle Oil Corp. vs. C. & N. W. Ry. et al. 


April 17—Boston, Mass.—Examiner a 
26123—The Sessions Foundry Co. vs. N. Y. N. 

April 17—Wichita, Kan.—Examiner Deeene: 

* 19222—Wichita Chamber of Commerce et al. vs. 

April 17—Kansas City, Mo.—Examiner og 
24567—Henry Lichtig & Co. vs. M. P. R. 


April 18—Argument at Washington, . cs 


E. Ex- 


H. & H. R. R. et al. 
A. & S. Ry. et al. 


. (further hearing). 


25730—Kroehler Mfg. Co. et al. vs. B. & O. R. e. * al. 
25922—Capital Construction Co. vs. C. B. & Q. 
26185—Globe Oil & Refining Co. vs. A. T. & S. * >. 


April 18—Boston, Mass.—Examiner Snider: 
25583—Consolidated Rendering Co. vs. B. & O. R. R. et al. 
April 18—Kansas City, Mo.—Examiner oe: 
Weyl-Zuckerman & Co. vs. A. T. & N. R. 
26390—Weyl-Zuckerman & Co. vs. A. G. S. R. R. 


April ag at Washington, D. C.: 
25970—W. Case & Son Mfg. Co. vs. B. & O. R. et al. 
25980—a nd tae 1—Idaho Grimm Alfalfa Seed | a8 Association 
vs. A. & R. R. R. et al. 
25946—Northwest Seed Co. vs. O. S. L. R. R. 
April 19—Boston, Mass.—Examiner Snider: 
26288—-Motor Truck Club of Massachusetts et al. vs. B. & M. R. R. 
April 20—Argument at Washington, D. C.: 
I. S. 3945—Phosphatic sand or clay from Florida to the south. 


April 20—Washington, D. C.—Examiner Disque: 
1. & S. 3939—Switching at High Point, N. C. 

April 20—Kansas City, Mo.—Examiner Taylor: 
15427—Iola Cement Mills Traffic Assn. et al. vs. A. 
21164—Iola Cement Mills Traffic Assn. et al. vs. A. 

April 20—Washington, D. C.—Examiner Williams: 
26099 oe. (Subs. 1 and 2)—Buick Motor Co. et al. vs. 

et al. 

April 20—Selma, Ala.—Examiner McChord: 
13857—Chamber of Commerce of Selma, Ala., 

et al. 

April 21—Atlanta, Ga.—Examiner ~ wT : 
26397—L. E. Holloway & Co. vs. A. B. & C. R. R. et al. 


R. et al. 
et al. 


et al. 


& S. 
& §. 


Ry. et al. 
Ry. et al. 


Alton R. R. 


vs. A. G. S. R. R. 





CONDITION OF EQUIPMENT 


Class I railroads on March 1 had 295,582 freight cars in 
need of repair or 14.9 per cent of the number on line, according 
to the car service division of the American Railway Association. 
This was an increase of 8,654 cars above the number in need 
of such repair on February 1, at which time there were 286,928 
or 14.4 per cent. Freight cars in need of heavy repairs on March 
1 totaled 224,716 cars, or 11.3 per cent, an increase of 2,245 cars 
compared with the number in need of such repairs on February 1, 
while freight cars in need of light repairs totaled 70,866 or 3.6 
per cent, an increase of 6,409 compared with February 1. 

Locomotives in need of classified repairs on March 1 totaled 
11,119 or 22.6 per cent of the number on line. This was an 
increase of 154 compared with the number in need of such 
repairs on February 1, at which time there were 10,965 or 22.2 
per cent. 

Class I railroads on March 1 had 4,893 serviceable locomo- 
tives in storage compared with 5,600 on February 1. 
















We Bind The Traffic World 


In Best Grade Buckram for $2.25 Per Volume (26 Numbers) 


Prompt Service and Quality Work Guaranteed 
We Also Bind All Kinde of Publicatio tions 


The Book Shop Bindery 
cago 


350-354 West Erfe Street 



















in perfect condition 
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THESE GREAT 

NORTHERN FREIGHT 

AGENTS WILL 
SERVE YOU 
PROMPTLY 


NEW YORK 


Gen. Agent, Fre ight Dept. 
3 Broadway 


e: 
General Agent 
80 Boylston Street 


DETROIT 
H. G. Schuette 
eneral Agen 
Transportation Bldg. 


CLEVELAND 


eneral Agen 
508 Hippodrome Bldg. 


CINCINNAT! 


eneral Age 


yo 
608 Traction Bldg. 
TORONTO, ONT. 
H. E. Watkins 
General Agent 
507 Royal Bank Bldg. 
CHICAGO 


ro" bey 
Ass t General Freight Agt. 
108. W. kine "St., Siocon 620 


ST. LOUIS 


eneral Age 
520 Boatmen’s is oni Bldg. 


KANSAS CITY 


Gen 7. cient De 
544 Rai = re she ng e Blas. 


DALLAS 


I. H. T 
Sou stern Frt s. Agt. 


004 S. W. Life eBlde. 


MINNEAPOLIS 


pS. = a 
Asst. Gen eight Agent 
621 Me “s iG fe Bldg. 


e 
175 East "at St. 


SEATTLE 


- W. Cos 
Gen. Agt. Fre ight De ept. 
201 G. N. Bldg. 


SAN FRANCISCO 


Gen. } og Fre .. ept. 
707 Monadnoc k Bldg. 


LOS ANGELES 
W. E. McCormick 


General Agent 
605 Central Bldg. 
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GREAT 





NORTHERN 


FOR DEPENDABLE 
FREIGHT SERVICE 


BETWEEN St. Paul, Minneapolis, 
Duluth, Winnipeg, Portland, Seattle, 
Tacoma, Spokane, Klamath Falls, 
Sacramento, Oakland, San Francisco 
and intermediate points. Through 
merchandise cars to and from the 
Pacific Northwest and California. 


“SEE THE BEST OF AMERICA—FIRST” 


GLACIER 
NATIONAL PARK 


Enjoy this New Luxury —Air-Conditioned 
DINING CARS and OBSERVATION CARS 
On The 


EMPIRE BUILDER 


Ready for the Summer Travel Season 


CLEAN....COOL....SCENIC ROUTE TO 
GLACIER NATIONAL PARK... PACIFIC 
NORTHWEST... CALIFORNIA . .. ALASKA 
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MAP OF NICKEL PLATE ROAD 












ONTARIO 


WISCONSIN __{ BUFFALO 






Lansing 


MICHIGAN 





oo ee 
—_—-- 
—— += eee 







Bloomington 


ILLINOIS 





: 1e) 
_ Springfield 







ST. LOUIS East St. Louis 






THE New YoRK, CHICAGO AND St.Louis R. R. Co. 






Copyright by Rand M¢Nally & Company, Chicago 











You Can’t Make Money 


Unless Your Cost of Distribution 
Is Low eeeeeoe 


A look at the above map should con- 
vince you that the territory served by the 
Nickel Plate offers exceptional opportuni- 
ties for low costs in distribution. 


We can inform you of some unusually 
attractive industrial and warehousing 
opportunities. 


Industrial Development Department 


Nicket fate Roan 


CLEVELAND, OHIO 
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Not How Many MILES 
But How Many HOURS 


The modern traffic manager wants to 
know, “How long?’—not “How far?” 
And Frisco usually answers his question 
with a minimum number of hours. For 
Frisco freight service has set a new 
standard of speed and promptness. 






















The dependability of Frisco service is 
made possible by Frisco’s super-roadbed 
—a roadbed soundly constructed and 
maintained to meet every exacting re- 
quirement of fast, sure schedules. 


To and Thru 
MISSOURI 
ARKANSAS 
OKLAHOMA 
TEXAS 


The next time, try the Frisco on its merits 
—and you will find a new degree of 


railroad satisfaction and economy. — _-~ 
S. S. Butler MISSISSIPPI 
General Traffic Manager, Frisco Lines ALABAMA 


St. Louis, Mo. FLORIDA 
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for employees 
for passengers 


means 


SAFE HANDLI 


for your freight. 


Route your 


shipments via 


G. M. & N. R. R. 


GULF, MOBILE.../ NORTHERN 
RAILROAD 





i 


PRECISION 


TRANSPORTATION 
IS THE RESULT OF 
THOUGHT 








NORFOLK AND WESTERN 
—__ RAILWAY 


PRECISION TRANSPORTATION 











The thorn in the flesh 
of competition 














A simple, regular, by-the-clock 


schedule of sailings— 





Snitinceel every forty-eight hours from each end of the lakes, 
that's all there is to it. But you can depend on it. 


One Terminal dock operation— 


In other words, docks with direct rail connections with all railroads entering 
Duluth and Buffalo. It simplifies and reduces handling—speeds up service. 
And we absolutely control our own stevedores—a big factor in the trans- 
shipment of freight. 


A fleet of five fast, modern, ocean-type 
freighters—Ace, King, Queen, Jack, and Ten 






Write ““M A T’—between Buffalo and Duluth—on your bills of lading 
(Detroit is a port of call). Then you will have fast freight service at a definite 
saving in money—tates restored March 20—first sailings midnight April 30. 


Ship M AT 





ay 





New York 
Philadelphia 
Buffalo 


Cleveland 


Detroit 
St. Paul 
Minneapolis 


Duluth 






















